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IRON HIGHWAY BRIDGE ACROSS THE FOX | the pier, and free—being moveable upon rollers—on the | connecting pins in bottom chord are steel. The arrange- 
RIVER AT DUNDEE (Carpentersville) ILL. abutments, thus allowing free expansion and contraction | ment and construction is shown by the engravings. The 

This is a truss bridge, and is constructed on the Rect- | of the trusses. Each span consists of two trusses, be- | bottom chord bars are upset so as to give requisite bear- 
angular, or Pratt System, with single intersection, and | tween which the roadway is placed, having 18 feet width | ing on the steel pins. The floor beams are suspended 























Iron Highway Bridge Across the Fox River at Dundee (Carpentersville), Til. 
| in the clear, and outside of each truss there is a sidewalk { from the steel pins. There are rectangular lateral sys- 


of five feet. The trusses are 15 feet high between cen- | tems between the top and bottom chords of the trusses. 
: The diagonal lateral ties are of 14-inch round iron, in 


the three panels next to the end posts, and of 1-inch iron 
for balance. 


consists of two spans of 105 feet 101¢ inches each between 
centres of end posts. The end posts of the two spans! 
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Panel Intersection at the Lower Chord, 


Panel Intersections at the Upper Chord. 
are connected over the pier in such manner as to form | tres of chords, and are divided into eleven panels of 9 The stresses upon the different truss parts are calcu- 
an ornamental pier panel, but yet allow each span to | feet 74g inches each. The top chords and posts are of | lated to enable the bridge to carry, besides its own weight, 
work independently. The end posts are fixed on the | cast-iron, the bottom ties are of wrought-iron, and the! a movable load of 70 pounds per square foot =2,000 
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pounds per lineal foot of bridge. The actual weight of 
the bridge is 1,000 pounds per lineal foot, and so we 
have: 
































Permanent —— each panel of one truss......... +--+» 4,812 Ths 

Moveable weight in each panel of one truss.. ............- 9,625 
WetPhicwes ccvccveccccovscvcese hatha wosanhscseneecnceeul 14,487 Ds 
The stresses, sectional area, and ultimate strains in the 
truss parts are given in the following tabular statements : 
Stresses injSect. AreajStrains to 

Top Chord. Ds. in sq. in. | the eq. in. 
First Panel....... 46,340) 16 2,894 Ths 
Second Panel.... 83,412 16 5,213 Ths 
Third Panel...... 111,216 20 5,561 ths 
Fourth Panel...... 129,752 20 6,487 Ibs 
PE PUN. -centnscsdanccmesen 139,020 20 6,951 Ths 
Middle Panel............ 139,020 20 6,951 Tbs 
\Stresses injSec.area inStrains to 
Bottom Chord. Tbs. sq’rein. |the sq. in. 
4 ‘ithe 
5 9,268 Tbs 
7 11,916 bs 
9 12,357 The 
10 12,975 hs 
ouwe 11 12,638 Ths 
Tiee. 
Piret Bet. ...ccccccscccccccceces 6.57| 13,074 ths 
Bese Gab. cocesescececcccceces .30| =: 18,162 Ths 
Third Set. 4.13) 13,230 ths 
Foarth Set 8.12; 13,015 Ibs 
Fifth Set.... 2.2%} 12,209 Ibs 
Middle Set......... 1.12) 11,718 Ds 
Counter Ties. 
0. 
0. 

0. eS 
0. 7,082 Ibs 
) 11,718 bs 
15 4,812 Ibs 
12 4,885 Ibs 

8 4,266 














The intermediate posts 2,4 and 5 have the same sec- 
tional area respectively as 1 and 3. 

The greatest shearing stresses upon the pins are brought 
upon them by the end ties and amount to 42,950 tbs. 
The greatest shearing stresses produced by the bottom 
chord bars are only 39,000 tbs. upon a single pin section. 
The diameter of pins is 214 inches, giving maximum 
shearing strains to each square inch of steel pins 10,818 tbs. 

The extra strains upon posts, produced by possible im- 
perfect contact of top chord ends and amounting in 
greatest contingency to about 5 per cent., have not been 
considered, as they are of very little practical amount. 
The extra strains in the chords produced by the wind 
pressure and lateral systems are of much more import- 
ance, at least in large spans, and we will show their 
amount for this bridge. 

The effect of wind resolved into its horizontal force 
at right angles to the bridge is nearly equal to the effect 
upon a surface of 10 square feet per lineal foot of bridge, 
and taking force of wind equal to a pressure of 40 ths. 
per square foot, we getythe total pressure upon one span of 
106 feet in length, 42,400 tbs. This force is to be met 
by two lateral systems; hence, one lateral system has to 
resist 21,200 tbs. equally distributed upon its length. 

The chords for lateral systems are 19 feet apart from 
centre to centre, and so we get the stresses upon chords 
by the horizontal force; *~2*% = 14,784 Ibs. or is 
about 1-10 of the maximum stresses produced in chords 
by the bridge weight and movable load. 

We see by the above figures that the entire strains in 
the chords by mid-pressure amount to a considerable 
percentage, but they have been considered, because we 
have a co-efficient of safety adopted which gives, for ex- 
traordinary stresses upon the bridge under maximum 
load a strain of only 1-5 of its ultimate capacity. 

The effect of wind pressure upon the lateral ties and 
struts have been considered. Each lateral tie next the 
abutment has to resist 11,872 Ibs., for which a sectional 
area of 0.99 square inches is provided. 

The builders of this bridge are Messrs. Boyington & 
Rust, whose office is Nos. 2 and 3 Andrews’ Building, 
No. 157 LaSalle Street, and works near Throop Street 
Bridge. 








—The Colliery Guardian says: The exports of rail- 
way iron from the United Kingdom attained a heavy total 
last year, having risen to 895,848 tons, while the cor- 
responding total for 1867 was only 583,488 tons. The ex- 
ports of iron year by year, for the decade ending with 
1869 inclusive, may be stated as follows: 











—There are $3,900,000 of East Tennessee, Virginia & 
Georgia Railroad bonds, bearing six per cent. gold in- 
terest, principal payable in gold in 1900,.are offered in 
London at £165 for a $1,000 bond, 824g per cent. of their 


face. 





—The roof of the Winona & St. Peter depot at Wi- 
nona, is the only part of the building above the high 
water of the Mississippi, and the track for a long dis- 
tance is under water. 
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THE DEPARTMENT OF RAILROAD ACCOUNTS. 
How it is Conducted on Different Roads. 
BY PAUL STORK. 

The curious travelers tell us, in their chatty way, of 
certain localities, where, when the atmosphere in the val- 
leys is dense with vapors, a man standing on a hill has 
his shadow reflected back upon the clouds above in a mar- 
velously exaggerated form. Weird in its unsteady and 
quavering movements, its extended arm seems mighty 
enough to uphold mountains or at one stroke obliterate 
vast and populous cities. The untaught rustic sees this 
grotesque shadow, and in his ignorance he clothes it 
With portentous powers. And so it is with reference to 
tailway officials. In the minds of the public, and in 
the minds of a vast body of railroad men as well, cer- 
tain inferior officers are currently ascribed powers that few 
presidents possess. This delusive belief is, I am inclined 
to suspect, very generally fostered and encouraged 
by the officers themselves. It is thought by many that 
the Manager has but to speak, and new lines, exten- 
sions and branches of old roads, wend their winding | 
way over our limitless prairies, Others again ascribe 
certain mysterious and unknown discretionary powers 
of great weight to the Treasurer. Many have never 








douhted but that the Cashier pays out money 
or withholds it as in his judgment he ‘thinks 
best. With some the Paymaster is the most 


potent of all officers; associated with him is a magic 
wand which he waves aloft and countless treasures flow 
into his coffers ; he it is,who,in his infinite wisdom, rewards 
the faithful or punishes the derelict by increasing or di- 
minishing the monthly stipend. The telegraph man is 
thought to be charged with electricity, and the hum of the 
wires an evidence of his industry. The chance traveler 
purchases his ticket, carefully scrutinizes the nicely cut 
signature with its legendary title, and imagines that he 
has discovered the centre around which all railway mat- 
ter rotates. The Secretary is supposed by many to be 
at all times weighed down and ultimately crushed with 
the great seal of the company. His ear is ever chafed 
with an invisible goose-quill. When not actually en- 
gaged in affixing the wonderful seal, or performing some 
equally mysterious duty, he is thought to be standing on 
tiptoe, breathless with suspense, awaiting the 
pleasure of his guardian angel, the President. His 
brow is thought to be furrowed with care and his hair 
prematurely whitened with anxiety. When times are 
hard and the products of the farms find a dull market, 
in the sequestered villages the sober and impecunious 
farmers talk bitterly about the high rates which the “ rail- 
road” allows the station master to impose on them with- 
out so much as censuring him for his greediness. To 
the country merchant the General Freight Agent 
is supposed to carry upon his herculean shoulders the 
goods traffic of the road. Its momentum originates in 
him, and securely hidden away in his capacious 
brain, to be frequently reviewed, he carries an 
accurate inventory of all the little brooms, brushes and 
dusters that the rural patron has ever shipped. In the 
estimation of the country merchant this carefully treas- 
ured information is not thought particularly valuable as 
an indication or evidence of the development of the re- 
sources of the road, but it is necessary to enable the of- 
ficer to judicially weigh and decide upon the merchant’s 
application for a free ticket when business or pleasure 
brings him to town. 

But the title of Auditor is, pre-eminently, the ignis 
fatuus that misleads the public and the great body of 
railway men. It seems to have been introduced and per- 
petuated for the sole purpose of imposing upon a credu- 
lous world. It looks well upon papér and has a sonorous, 
oleaginous sound; and, without knowing exactly why, 
people attach much importance to the office. Its duties, 
performed in seclusion and wrapt in impenetrable mys- 
tery, appeal to the imagination. 

In my mind’s eye, I picture an Auditor as being a pleas- 
ant elderly gentleman of quiet, retiring manners, with a 
mild air of respectable decay about him, and with just 
the faintest possible appearance of having imaginary 
bars: of red ink traversing, crossing and recrossing his 
face when he smiles or salutes you; and when searching 
his pockets for his ’kerchic! I am haunted with the belief 
that he will be horrified by fishing up a soiled and 
tattered pen-wiper. To me each gray hair that rests 
gently upon his head is the sorrowful monument that 
marks the solution of some difficult problem in railway 
accounts. But to others the Auditor is aman singled out as 
being gifted with vast penetration and unquestioned ability 
in connection with the management of roads, and he is 
thought to furnish much of the thunder which occasion- 
ally rumbles high up in the railway sky, jarring the 
windows of the unwary. To still another class he is a 





pungent, sour-tempered little man, a prodigy, always 





deeply immersed in financial matters of great moment, 
or swearing witnesses and exercising other arbitrary and 
highly important powers in the acceptance or rejection of 
claims. 

The mystery that envelopes him adds much to his im- 
portance. Let us investigate, and if possible see what 
he is and what he does;—perhaps we may discover him 
to be but another shadow reflected upon the clouds. 

Webster tells us, substantially, that an Auditor is a 
person appointed to examine into accounts against 


the company, question the parties interested, 
and approve or reject their claims. It would 
seem, then, if the title is not a misnomer, that 


the responsibility of disbursing the revenues of our rail- 
way companies in payment for supplies and services 
rests solely with the Auditor. Is this really the case? 
Is there an Auditor upon any of our roads that is au- 
thorized to approve and, inferentially, direct the pay- 
ment of the most trifling claim? There is not. All bills 
against our railway companies are passed upon by either 
an Executive Committee, the President, or Manager. 

What then are the duties of our auditors? 

A comprehensive answer to this question would elicit 
the most diffuse.and surprising commentary upon the 
internal .organization.of our railways. It would indi- 
cate either a lamentable ignorance, the profound- 
est indifference, or an utter disbelief in the necessity 
of checks, upon the part of those who own and 
control our railways. It would show that upon many 
roads the traffic officers, besides being authorized to issue 
fares, make rates, and perform other duties involving in 
their consequences many hundred millions of dollars, are 
also ina position, by controlling the accounts, to defy 
criticism and effectually mislead and render abortive any 
effort upon the part of the management to discover 
whether they are faithful and efficient servants or the 
reverse. Any one who knows anything about figures 
knows that while it is perhaps true that they won’t lie, . 
yet they can be made to act as god-father to the most un- 
blushing falsehoods, or sustain the weakest management 
that ever disgraced a railroad. But this is parenthesis. 

The Auditor of many of our prominent companies is a 
book-keeper—nothing more or less, and a blind one at 
that. He receives a summary of the accounts from 
many different departments and mechanically enters 
them upon his books. These accounts, that should re- 
ceive the nicest scrutiny and elaboration before reaching 
him in this condensed form, are made up in departments 
conducted under the supervision of officers who are em- 
ployed because of their especial fitness to conduct cer- 
tain departments connected with the physical operations 
of the road. They know nothing about accounts; and if 
they did, their other duties would preclude their devot- 
ing the care and attention tothem that they deserve. 
The result is that the officer leaves them to his chief 
clerk, who, in his turn, is, of necessity, more or less de- 
voted to other duties, besides being an irresponsible par- 
ty, and very likely of limited capacity; and the result 
again is that the examination, in reality, is conducted 
under the supervision of inferior clerks, who, in their me- 
chanical movements, blindly repeat this month what was 
done last, nor ever dream that there are, perhaps, many 
important checks omitted, or improvements possible, 
which a thoughtful and responsible person would see 
and correct from time to time, if his whole mind was 
concentrated upon the study of accounts. 

In consequence of this want of study, this laxity of 
brains, the system of reports and accounts in force upon 
many lines will be found to be the identical system that 
was, perhaps, introduced originally by some blockhead, or 
when the science of railroad accounts was in its crudest 
state. I can now only give one illustration of this: 
There are many roads upon which the accounts of agents 
are examined and closed each week. The amount of 
labor and stationery required to do this is tremendous, 
and it probably never entered into tite comprehension of 
those who are perpetuating this senile custom that they 
are multiplying their work four-fold,—that they are per- 
forming a duty four times a month when once would 
answer as well. Ask them why they permit all this 
unnecessary labor, and they will tell you with an air of 
wisdom and grave responsibility that it is necessary as 
a check upon the agents or to enable them to furnish the 
directors a weekly or semi-monthly exhibit of the 
revenue of the road. Now while the wishes of 
the directors are law, it isn’t mecessary to so 
multiply clerks or harass the overworked agents 
with detailed reports and statements. A_ brief 
summary is all that is wanted, and from this summary a 
sufficiently accurate exhibit may be made to answer 
every purpose until the accounts are regularly closed at 
the end of the month. ’Tisa pity, but "tis true: they 
have got into a groove and they will never get out of it 
until the Great Auditor over and above all abruptly cuts 
the thread, orthey are incontinently precipitated down 
some embankment not friendly to grooves. 
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The heads of departments in which the accounts 
are kept, instead of candidly acknowledging that they 
know nothing about their minutie and that they 
would be much more efficiently and economically con- 
ducted by being concentrated in one department under 
one head who had no other duties to distract his atten- 
tion, will deafen and confuse you with their stereotyped 
list of checks and safeguards; and the director who in- 
cidentally or seriously ventures toapproach them on the 
subject of their accounts goes away fully convinced that 
the company has got the right man in the right place, or 
else that he, the director, is a poor miserable devil, who, 
with all his power, suspects he is being egregiously 
bamboozled, but is without the knowledge necessary to 
enable him to satisfy himself definitely on the subject. 
But, aside from the inefficiency and the unavoidable 
duplication of papers and books in the different depart- 
ments, without having a complete record in any, the sys- 
tem is productive of the still greater evils that I have 
already mentioned. 

Upon some roads the Auditor is entrusted with 
the examination, and compilation of the passen- 
ger and freight accounts, and he thus rises a 
grade higher, and the organization of the road is a 
step or two in advance of those already noticed. 
But even here he is so much a creation of the Manager 
and the Manager’s creatures, a slave of slaves, that, if 
he has brains in his head—and the position neither re- 
quires nor is productive of them—they are of no use to 
the company further than as they may enable him to 
economize in the routine of work. 

Upon a few favored roads, one person, by 
what must have been an unusual and _ happy 
combination of fortuitous circumstances, is entrusted 
with the charge of the entire accounts of the 
company ; but even on these roads their power for good 
is trifling compared with what it might be. They are, 
if wise, enabled to dispense with all the unnecessary 
duplication of work that characterizes the other sys- 
tems, and in that way they effect a great saving 
both in the head office and upon the line; but 
the vast knowledge that they possess in regard 
to the minute and hidden workings of their respective 
roads is rendered valueless, except to themselves indi- 
vidually. The President or Board of Management of 
one of these roads would be amazed and utterly dumb- 
founded if the person in charge of their accounts should 
address to them a respectful letter calling their atten- 
tion to the effect that had resulted, or was likely to re- 
sult from some, to them, unknown, or partially unknown 
measure or policy. Sucha letter would be instantly 
suppressed asa piece of stupendous impertinence, and 
the author branded as a madman or turned over to the 
tender mercies of his horrified and justly (?) indignant 
associates. No, sir. All information must come through 
the channels that have been accepted as authentic from 
the time whence the memory of man runneth not back. 
Any other plan would be subversive of discipline and 
not compatible with the dignity of the Directory. 

It is interesting to know that upon the roads where 
the accounts have been so wisely concentrated, that, with 
all the vast responsibility of the collection and account- 
ing for the many millions of dollars resting upon the 
parties in charge of the accounts, the last kick that was 
possible has been given them, by depriving them at once 
of all discretion and of all power, except such as they 
exercise by the sufferance of their associate officers, 
and by loading them down with undignified and mean 
ingless titles. And so, by such a process, clearly 
anticipated and foreseen, they, like the others, have 
resolved themselves into pigmies tvo infinitesimally 
small to be respected or noticed. 

There are many different kinds of automatons in ex- 
istence. They are very useful sometimes; and it isa fact 
and a good thing to know, that an automaton seldom if 
ever disappoints those who either set it in motion or 
cause it to be set in motion. If required, it solemnly 
advances a given [distance and then slowly and imper- 
ceptibly recedes. It looks neither to the right nor the 
left. If properly constructed it is, to the credulous and 
to the uninformed, a sentinel, guarding with ceaseless 
vigilance whatever lies behind: and herein consists its 
chief excellence ; for while the interested but ignorant are 
extolling its sagacious movements and commending its 
watchfulness from afar off, the knowing ones 
are securely hidden away under the _ crust, 
gorging themselves upon the delicious morsels. 

Let the presidents and the responsible managers of our 
roads infuse life into these automatonsand thus secure to 
themselves an ally that will enable them to carry out 
what should be the maxim of every Board of Directors 
and President in the country: Never to grant to any 
officer or class of officers the power to make concessions, 
extend favors, or perform any of the multifarious duties 
connected with operations of the road and involving an 
expenditure of the company’s resources, without haying 





it in their power at any moment to investigate their 
actions from sources of information clear and authentic 
and impossible for them to control. 
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Canals Connecting Arms of the Sea or] Other Waters 
Navigable by Ships—The Suez Canal—Pro- 
posed Darien Canal, 








BY BENJ. H. LATROBE, ©. EB. 





THIRD SECTION. 


The second division of canals above referred to, or 
those which connect arms of the sea, are usually of 
greater width and depth than those just described, as 
they are designed to pass the sailing or steam vessels 
which navigate the estuaries between which these arti- 
ficial channels are the links. We have two canals of 
this character quite near home and which have come 
under fhe observation of most of those whom I am ad- 
dressing and to whom the journey hence to New York 
is familiar. I allude to the Chesapeake Delaware 
Canal of 14 miles and the Delaware & Raritan of 42 
miles. The traveler by rail has lost sight of the first of 
these for many years, although it was once the chief 
highway for passengers, as it still is for freight and for 
slow travel in the admirably conducted line of propellers, 
and some of us are not too young to remember the sharp 
competition between the lines of passenger boats which, 
drawn by long files of fine horses under whip and spur, 
raised waves in the canal which threatened to overflow 
its banks. The other canal between Trenton and New 
Brunswick was never used for a similar purpose, but the 
railway upon its margin brought, until recently, the two 
modes of conveyance by land and by water into close 
proximity. Neither of these works, although well 
adapted to the objects of their construction, were dis- 
tinguished by striking features of professional skill or 
fine scenery, although the long and very deep cutting 
upon the Chesapeake & Delaware Canal cannot fail to 
attract the attention of the observant traveler. 

Before leaving the subject of the now almost obsolete 
canal traveling, I may for a moment’s amusement quote 
the account given by a Scotch gentleman (an engineer 
by the way), who visited the United States some thirty 
years since, of a journey between Albany and Buffalo, 
which he made by what was then in fact the most 
comfortable although the most tedious way of perform- 
ing it. Hesays: “The canal traveling in many parts 
“of America is conducted with so little regard to the 
“comfort of passengers as to render it a very objection- 
“able mode of conveyance. The Americans place them- 
“selves entirely in the power and at the command 
“of the captains of canal boats, who often use little 
“discretion or civility in giving their orders; and 
“strangers who are unaccustomed to such usage and 
“would willingly rebel against their tyranny are com- 
“pelled to be guided by the majority of voices and to 
“submit quietly to all- that may take place, however 
“disagreeable it may be. About eight o’clock in the 
“evening, every one is turned out of the cabin by the 
“captain and his crew, who are occupied for some time 
“in suspending from the ceiling two rows of cots, or 
“hammocks, arranged in three tiers, one above the 
“other. At nine the whole company is ordered below, 
“when the captain calls the names of the passengers 
“from the way-bill and at the same time assigns to each 
“his bed, which must immediately be taken possession 
“of by the rightful owner on pain of his being obliged 
“to occupy a place on the floor should the number of 
“passengers exceed the number of beds, a circumstance 
“of very common occurrence in that locomotive land. 
“T have spent several successive nights in this way ina 
“cabin only forty feet long by eleven feet broad, with no 
“fewer than forty passengers; while the deafening 
“chorus produced by the croaking of the numberless 
“bull-frogs that frequent the American swamps was so 
“ great as to render it often difficult to make one’s self 
“heard in conversation, and of course nearly impossible 
“to sleep. The distribution of the beds appears to be 
“generally regulated by the size of the passengers, 
“those that are heaviest being placed in the berths next 
“the floor. The object of this arrangement is 
“partly to ballast the boat properly, and partly, 
“in the event of a breakdown, to render the conse- 
“quences less disagreeable and dangerous to the unhap- 
“py beings in the lower pens. At five o'clock in the 
“morning all hands are turned out in the same abrupt 
“and discourteous style and forced to remain on deck in 
“the cold morning air while the hammocks are removed 
“and breakfast is in preparation. This interval is occu- 
“pied in the duties of the toilet, which is not the least 
“amusing part of the arrangement. A tin vessel is 
“placed at the stern of the boat, which every one washes 
“and fills for his own use from the water of the canal 
“with a gigantic spoon formed of the same metal; a 
“towel, a brush and a comb, intended for the general 





“service, hang at the cabin door, the use of which, 
“however, is fortunately quite optional.” 

Our traveler, after thus detailing the discomforts he 
experienced, contrasts them with the comforts of canal 
traveling in Holland, where canals are the roads of the 
country, and every pains has of course been taken to 
make them attractive. It might well be supposed that 
the author of the narrative I have transcribed came from 
Ireland, where frogs are not to be found, rather than 
from Scotland, where I believe they abound, and also 
that he was a person of querulous temper. I must, how- 
ever, defend him from the latter imputation, as the work 
from which what I have read is an extract is one of the 
fairest, indeed, the most flattering pictures of our country 
and her public works that has been published ; and hay- 
ing had the pleasure of meeting the author in his native 
city of Edinburg, I found him an amiable and enlight- 
ened gentleman. 

There are in America no other canals, which, like the 
Chesapeake & Delaware and the Delaware & Raritan, 
unite arms of the ocean. There are, however, two ca- 
nals of still larger dimensions than either, although very 
short—the Louisville Canal around the Falls of Ohio, 





through which large steamboats pass, and the 
canal of the “Sault Sainte Marie,” connecting 
Lake Superior and Lake Michigan, for the 


steamers and sailing vessels navigating those lakes. 
It is not improbable, too, that the project of a ship 
canal across the eastern shore of Maryland may one day 
materially shorten the distance between Baltimore 
and the ocean. The Welland Canal of Canada is a very 
fine work which connnects Lakes Erie and Ontario and 
gives passage to the vessels navigating those inland seas. 
There are also several other important canals of large 
capacity and most substantial construction in the new 
“Dominion” to improve the St. Lawrence river by 
avoiding its rapids. 

In Europe the Canal of Languedoc, projected by 
Louis XTV., begun in 1666 and opened in 1681, remains 
one of the few monuments of true greatness which that 
monarch left to redeem his character with posterity. It 
extends from the Mediterranean to the Bay of Biscay, 
and was faulty in its original construction, but has since 
been gradually enlarged and improved, forming a navi- 
gable water course forty feet wide by five feet deep and 
152 miles in length, surmounting by means of 100 locks 
(100x15 feet) a summit of 600 feet above the ocean level, 
over which boats pass from sea to sea. 

The Caledonian Canal, which gives a safe passage 
through the heart of the most mountainous part ~of 
Scotland to the largest class of vessels sailing between 
Liverpool and the Baltic, which would, but for this in- 
land channel, be compelled to double the stormy capes 
and rock bound coast of that country, is a truly magnifi- 
cent example of engineering genius and constructive 
skill. It is sixty miles in length from Fort William at its 
southern to Inverness at its northern extremity, includ- 
ing the Loch Ness and other minor lakes, which form 
a part of its navigation. Its breath is 120 feet at the 
surface and 50 feet at bottom, and its depth twenty feet, 
with locks 170 feet long and 40 feet wide; and its sum- 
mit level is 94 feet above the ocean. In descending from 
this summit eight of these gigantic locks are so near to 
each other that they present the aspect of a stupendous 
series of steps, to which has been given the popular 
name of “ Neptune's Staircase.” 

The Great Ship Canal of the Netherlands, reaching 
from Amsterdam to the Helder, and avoiding the storms 
and shoals of the Zuyder Zee, is also a very grand work 
of fifty miles in length, 124 feet wide at surface, thirty- 
six feet at bottom, and twenty-one feet deep. Through 
this noble channel the largest ships approach the great 
commercial capital of the country at all states of the 
tide, which by the gates at either end is maintained 
within its banks at a uniform level. 

The magnitude and importance of these works sink 
however into comparative insignificance when con- 
trasted with two great interoceanic canals projected within 
the last quarter of a century, one of which has been re- 
cently opened to the navigation of the world. This is 
the canal across the Isthmus of Suez, executed originally 
some 1,800 years before Christ, by Sesostris, King of Egypt, 
and extending from the Red Sea to Memphis on the 
Nile. About 700 years later, Necho and Psammeticus 
reopened it, as it had become partially closed by sand. 
The first works, according to the historian Herodotus, 
cost the lives of 120,000 men, and were interrupted by an 
oracle which warned the Egyptians against opening a 
way for strangers into their land. Darius Hystaspes, the 
Persian monarch, repaired it again after the conquest of 
Egypt by Cambyses, and Ptolemy Philadelphus im- 
proved it by adding sluices to control the water. Ac- 
cording to Strabo this canal was 100 feet wide, thirty feet 
deep and fifty miles long, was provided with locks, and 
was navigable by the largest ships in a voyage of from 
two to three days. It extended from the Pelusian arm 
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of the Nile, below Bubastis, to Arsinoe, a city on the 
northeastern part of the Red Sea, and, irrigating the 
desert lands of Suez, many cities and villages sprung up 
along its borders, all of which have long since sunk into 
oblivion. Trajan, the Roman Emperor, repaired this 
canal, and constructed a new arm which opened into the 
Nile near Memphis, and was named “ Trajan’s River,” 
after the illustrious projector. It was found impractica- 
ble, however, to keep these works from being partially 
filled by alluvial deposits, or the drifting sands of the 
desert, and their usefulness was therefore much im- 
paired. 

The Arabian Caliph Omar subsequently caused the 
canal to be repaired, and, 180 years later, Almansur, one 
of his successors, closed it, in order to prevent the ad- 
vance from Medina upon Egypt of a revolted subject. 
This canal exists, in part, at the present day. It extends 
from old Cairo to the Lake of the Pilgrims, and irrigates 
a tract of land supposed to be a part of the scriptural 
Goshen. It is yearly opened with great solemnity at 
the rise of the Nile, but being fed by it when at the 
highest, it can only then be navigated, and that by the 
boats which ply upon that river. 


For a long period after this, the importance of Egypt 
as a passage to Asia appeared to be lost sight of by Eu- 
rope until Napoleon the Great, during his Egyptian cam- 
paign of 1798, declared that, “to shake England’s power 
to its foundation, the possession of Egypt by France was 
indispensable,” which led to an order to him from the 
Directory in 1798, “to cause the Isthmus of Suez to be 
“cut through, the exclusive possession of the Red Sea 
“to be secured to the French Republic, and the English 
“to be expelled from all their Eastern possessions.” An 
order, as history has since shown, more easily given than 
performed, as all that resulted from it was a hasty sur- 
vey, which erroneously represented the two seas to be 
upon very different levels. The traditional hostility of 
those great nations having passed away, the engineers of 
France, England, and Germany met in Paris in 1846, to 
confer upon the plan of the work. No immediate action 
followed this preliminary step; but in 1856 the then 
Viceroy of Egypt, Mohammed Said, authorized a 
French engineer of distinction, Ferdinand de Lesseps, 
to form a company for the construction of a ship canal 
directly from sea to sea. This “ concession,” as it is tech- 
nically called, met, indeed, with opposition from Eng- 
land, whose government, notwithstanding the entente 
cordiale with that of France, held to its old policy on the 
“ Eastern question,” and restrained the Ottoman Govern- 
ment from giving its sanction, so that it was not until 
1866 that the latter government gave its formal 
consent to the grant. M. de  Lesseps, howev- 
er, having ascertained by careful levellings made 
in conjunction with the engineers of the 
Viceroy that the Mediterranean and the Red Sea differed 
but a few inches instead of many feet as reported by the 
engineers of Napoleon, went to work in 1859,—taking 
his chances for a confirmation of his previous concession. 
In this he deserves credit for his faith in the triumph of 
liberal ideas, as well as in the success of his vast under- 
taking, upon which the English literary reviews, siding 
with their government, did their best to throw cold 
water, averring that the canal, if built, could not be kept 
open, and that if both constructed and maintained, it 
would benefit nobody. Their predictions, however, have 
shared the fate of those which alleged the impractica- 
bility of ocean navigation by steam up to within a few 
months of the time when it was triumphantly accomplish 
ed. As this great work is exciting much interest not only 
in Europe and Asia, but in our own country, and latterly 
all the more in view of its probable effect upon the course 
of trade across this Continent over the Pacific Railroad 
now near its completion, I have thought I might dwell 
upon it at sufficient length to give my audience a clearer 
description of it than most of them have perhaps yet 
had. 


The line of the canal was determined by a commission 
of engineers appointed by Prussia, Austria, Italy, 
England, Holland, France and Switzerland, so that its 
character will be that of a truly international work, as it 
should be, and as it would have more completely been 
had America participated in the choice. No doubt, 
however, the best route has been selected. The length 
of the canal from Port Said, on the Mediterranean, to 
Suez, on the Red Sea, is 100 miles. The breadth of the 
canal at its surface will be 330 feet, and its intended 
depth 26 feet. There are but eight curves in its whole 
length, and these of very large radius. For nearly 
three-fourths of the distance the canal is dredged 
through a line of shallow lakes or basins, some contain- 
ing brackish water filtered in from the sea, and others 
being dry at present, but where lakes probably . once 
existed. The intervening strips of land are parts of the 
great desert, an arid, desolate waste with nothing to 
sustain either animal or vegetable life. A supply of 





fresh water, therefore, had to be introduced along the 
line of the ship canal to sustain the men and furnish 
the boilers of the necessary steam engines. This supply 
was obtained by extending the fresh-water canal of 
Trajan about thirty miles to a point on the line of the 
ship canal about midway between the two seas, which 
has been named “Ismailia,” in honor of Ismail Pacha. 

This fresh water canal, which at its junction with the 
ship canal is nineteen feet above it in level, is sixty-six 
feet wide and six feet deep, with fall enough to keep up 
the steady flow of the water of the Nile to the point just 
named, from whence it was first distributed along the 
main canal on the backs of 2,000 camels and 1,000 don- 
keys for many months. Afterwards cast iron pipes were 
laid from Ismailia to Port Said,a distance of fifty miles, 
through which an abundant supply of fresh water is 
maintained. The fresh water canal has been also ex- 
tended from Ismailia southward fifty-eight miles to Suez, 
so that by this canal directly, or fromit by pipes -indi- 
rectly, the whole line of the great ship canal has been 
furnished with water for men, animals and engines, 
Formerly the town of Suez had to be supplied with 
fresh water brought from the Nile at Cairo ninety miles 
away by the railroad constructed some years ago, previ- 
ous to which the dependence of the inhabitants was 
upon the “ Wells of Moses” on the eastern side of the 
harbor, the water of which was decidedly brackish. 

At the junction of the fresh-water with the ship canal 
at Ismailia is Lake Timsah, into the formerly dry bed of 
which the current from the Mediterranean flowed for a 
year and more through that canal when it had been ex- 
cavated sufficiently to allow the passage of boats drawing 
five feet of water. As there are locks uniting the main 
canal with the fresh-water canal at Ismailia, these boats 
by passing through them reach the latter canal, and by 
its southern arm the Red Sea at Suez, and it was in this 
manner that vessels passed from sea to sea before the open- 
ing of the great canal. Lake Timsah must have once 
been a sheet of fresh water fed by the Nile through the 
ancient canals, as tradition reports it to have abounded 
in crocodiles, as its name is the Arabic for that reptile. 
The whole of the isthmus is covered with marine shells, 
indicating its submersion under the sea at a former 
period. The canal is located through a remarkable de- 
pression in the dividing ground, the highest part of 
which is sixty-one feet above the seas, and as the canal is 
to be twenty-six feet deep, it will require a cutting of 
eighty-seven feet, which is the deepest in its whole length. 
To describe the entire route in detail would consume too 
much time, and I can only state, therefore, that there are 
two well defined dividing ridges to be cut through, and 
four basins to be dredged out, the principal one of which 
is that of the Bitter Lakes. 

At the Mediterranean entrance of the canal an arti- 
ficial harbor is constructed, formed of two jetties or piers, 
the western one extending 244 and the eastern one 11¢ 
miles into the sea, with a width of a quarter of a mile 
between them. These immense works were intended to 
be built of stone, but the expense being found too great, 
they have been constructed of concrete formed of 
hydraulic lime and the sand, which, being dredged out 
in deepening the harbor and converted by the connecting 
power of the lime into masses of solid masonry, is thus 
transferred from where it was in the way to where it is 
wanted to protect the harbor formed by its removal. 

I could add many interesting details descriptive of the 
manner of conducting the work, of the novel,'and power- 
ful machinery employed in the excavation of this vast 
artificial channel, of the character of the labor employed, 
consisting at first of “fellahs,” or Egyptian laborers 
furnished by the Viceroy, and the subsequent withdrawal 
of whom from the work made a much more extensive 
use of that machinery necessary, and of the numerous 
difficulties successfully met by the engineers and con- 
tractors, some of them growing out of the still fretful 
jealousy of the British Government, fearful of French 
influence on the Isthmus. I must, however, leave this 
very interesting subject with the remark that it cannot 
have escaped the attention of my hearers who have read 
the sublime narrative of the passage of the Red Sea by 
the children of Israel, that it took place not far from 
where this magnificent enterprise of modern energy and 
skill enters the ancient sea whose waters were on that 
grand occasion “a wall upon the right hand and upon 
the left to the chosen people of GOD.” 

It remains for me, in concluding my lecture, to refer 
to another great project of a character similar to that 
just described, but which has not been entered upon. 
You will readily understand that I allude to the projected 
canal across the Isthmus of Darien, which has engaged 
the attention of the English, the French, and our own 
Government for a number of years past, without having 
as yet ripened into a reality. The breadth of the-neck 
of land uniting the two Americas is but about half that 
which separates Asia and Africa, but it is occupied by a 
mountainous and rocky ridge instead of a flat and sandy 








desert. Still it has been carefully surveyed and pro- 
nounced a practicable: route for a ship canal by eminent 
engineers of all three of the nations enumerated ; and, 
as it is now claiming the special attention of our own 
Government,we may reasonably presume that the time 
cannot be distant when its construction will be success- 
fully undertaken ; and as by the Suez Canal the doubling 
of the Cape of Good Hope will be avoided, so by 
the Panama Canal the rounding of Cape Horn or the 
perilous passage of the Straits of Magellan will be 
rendered unnecessary by the navigators of our North- 
ern Hemisphere. 








PROPOSED GENERAL RAILROAD LAW: 


In the report of the Massachusetts Railroad Commis- 
sioners is the following description of a proposed general 
railroad law, and some weighty remarks on municipal aid 
to railroads. We give them below: 





Special legislation has always in this Commonwealth 
been resorted to in cases of railroad construction. There 
are, however, many and grave inconveniences incident 
to this custom. One of these is the extreme difficulty of 
ascertaining what the law affecting a given corporation 
is; or indeed whether a given corporation isin existence 
at all. Great surprise was excited when, in 1867, the 
Royal Commission on Railways reported that “the 
powers of the railway companies [of Great Britain] and 
the consequent rights of the public, are now scattered 
through three thousand one hundred Acts of Parliament.” 
A very careful enumeration of the similar Acts of this 
Commonwealth, prepared for the use of this Commis- 
sion by the tax commissioner, revealed a condition of 
affairs quite as extraordinary prevailing in Massachu- 
setts. Some 3850 railroads appear to have been 
incorporated; the legislation in regard to which 
is scattered through 95 special Acts; one chapter con- 
taining 145 sections of the General Statutes, and 40 gen- 
eral laws passed since those statutes were compiled. As 
the population of Massachusetts is to that of Great 
Britain as one is to twenty, and its railroads as one is to 
ten, the legislation of the latter would seem to be pro- 
portionally much the less ample of the two. The Com- 
missioners have space to refer to bit few of the evils in- 
cident to this condition of affairs. The tax commissioner 
informs them that he has found it almost impossible to 
obtain any information in —— to charters still sup- 
posed to be in existence. Meanwhile, others are ob- 
tained and held for very unjustifiable purposes, and only 
heard of when an act to prevent their lapsing is quietly 
slipped through the legislature. Two of these purposes 
may be specified. Certain private interests obtain char- 
ters, not with a view of constructing railroads, but on 
speculation ; either hoping to sell them as a valuable, 
gratuitous grant of corporate privileges, or to hold 
them in terrorem over the heads of corporations 
already operating roads, with a view of ex- 
torting money from their fears. A_ species of 
black mail is thus often exacted through threats of 
competition. On the other hand the same _ vested 
privileges are sometimes secured and held by the cor- 

orations themselves as a security against competition. 
They do not use the charters themselves, but, by holding 
them, prevent their use by others. . 

Actuated by these and numerous other considerations, 
the Commissioners have concluded to submit to the 
Legislature a draft of a general law intended to cover 
the great majority of the cases where additional railroad 
facilities are now demanded in this Commonwealth. The 
bill provides for a general supervision and discretion in 
regard to these enterprises, to be vested in this Board, 
with a final appeal, of course, to the Legislature itself. 
It also provides a different rule for these corporations 
from that now in force, in regard tothe regulation of 
fares and freights, and the purchase of the roads by the 
Commonwealth. This is obviously necessary when it is 
remembered that the class of roads here provided for is 
rarely very remunerative, and that the usual provisions 
requiring the Commonwealth to repay the capital 
and ten per cent. per annum in addition thereto 
before taking possession, is simply equivalent to 
excluding the Commonwealth from ever _ tak- 
ing possession of the roads at all. So _ in 
regard to fares and freights. If no regulation can 
be exercised which will reduce dividends on these roads 
below ten per cent. per annum, it is very certain that 
they will remain unregulated forever. 

One leading feature of the bill proposed, relates to the 
granting of aid by towns to the construction of roads 
within their limits. This subject received the very 
serious consideration of the Board. The practice of 
authorizing towns to subscribe to the stock of railroads 
has reouuily obtained so firm a footing as to be now 
almost a matter of course. It is argued that railroads 
are but modern highways—that what isto be for the 
benefit of the whole community should be paid for if 
the whole community. To this it is answered that rail- 
roads are essentially unlike highways, in that they re- 
quire to be operated as well as constructed ; that oper- 
ating them is very expensive, and that, if operated at a 
loss, they must ultimately be abandoned ; that the exces- 
sive multiplication of railroads, by a too great division of 
receipts, must destroy their value as property, or cause 
them to be operated at the public expense and in a 
manner both unsatisfactory and dangerous ; and, finally, 
that the only good guarantee the community has of en- 
joying remunerative, and consequently good and _ safe 
roads, will be destroyed if.majorities simply vote them- 
selves roads to be constructed at the public cost and 
without regard to profit. 

The Commissioners think that there is weight in both 
arguments, and that the practice, while conceded as ex- 
pedient in certain cases, should be regulated within strict 

imits. Every town and every considerable village should 
be connected by rail with the railway system of the 
country, but, when once so connected, any further de- 
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velopment of the system through the construction of 
competing lines should be left to unaided private enter- 
prise. With this end in view the bill proposed by the 
Commissioners authorizes all towns and considerable 
settlements which may now be wholly unprovided with 
railway facilities, to subscribe in their corporate capacity 
to the stock of a railroad to be constructed within 
their limits. The amount authorized to be subscribed 
in such cases is fixed at the percentage of valuation 
usually hitherto adopted in legislation. The Com- 
missioners have, however, placed new __ restric- 
tions upon the method pursued in voting on this class of 
questions, by providing that ths vote shall, in all cases, 
be taken by written ballot, and that a two-thirds affirma- 
tive vote should be required. They recommend these 
restrictions for obvious reasons. It should be borne in 
mind, that, in all these cases, it is not a question of the 
convenience of the minority yielding to that of the ma- 
jority, but it is of the property of the minority being in- 
vested against its will inan enterprise which the private 
capital of the majority refuse to undertake. The voting 
of railway facilities for itself by one portion of the com- 
munity, at the expense of another, is a method of attain- 
ing a result which is attractive both from its efficacy and 
its freedom from danger of pecuniary loss. The burden, 
however, in these cases, mainly falls on a single class, 
and that, too, a class which, in Massachusetts, is able to 
bear it; it peculiarly falls on the land owners—the 
farmers. Personal property can leave a town, and will 
leave it, if overtaxed,—it can be concealed,—its market 
value is in no wise affected by rates of local 
taxation; it is not so with land. That cannot be con- 
cealed,—cannot be removed. It, and it alone, is regu- 
larly mortgaged to pay every town debt, and the rate of 
taxation immediately affects its market value. It is no- 
torious that the present heavy taxes weigh especially on 
the agricultural interests of Massachusetts; it is equally 
notorious that a larger — of our population 
than formerly own no land and pay only poll taxes. It 
is, therefore, in the opinion of the Commissioners, emi- 
nently right and proper that, in these remote towns, the 
majority of farmers and land owners, whose property 
alone is irremediably mortgaged by the vote in question, 
should have their rights scrupulously guarded and should 
be placed in a position to make their protests effective. 
Where one-third of the persons voting oppose an invest- 
ment of this description, it indicates a decided division 
of opinion, and the opposition is not likely to come from 
any except those who consider that their property is 
being voted away. 








Railroad Earnings in March, and from January 1 to 
April 1. 





The returns of the principal lines of Western railway 
for the month of March show a decrease in earnings, 
more or less conspicuous, compared with the same month 
of 1869. The months, so far this year, have shown an 
alternate decrease and increase; begining with January, 
the exhibit was unfavorable, but in the second month 
the loss of earnings was generally recovered, so that up 
to the first of March the differences were generally on 
the side of increase. The last month, however, was dis- 
tinguished for bad weather and heavy snows throughout 
the country, and probably in consequence of this, a ma- 
jority of the prominent lines show a decrease in their 
earnings as compared with March, 1869. In the case of 
the Chicago & Rock Island Company an explanation 
is necessary to enable all parties to understand clearly 
the apparent decrease. This company publishes the ap- 
proximate earnings for each month of the current year, 
similarly with many other companies; but unlike others, 
makes a comparison with the approximate earnings in 1869. 
As the earnings of each month of 1869, however, have been 
ascertained and published in the company’s annual re- 
port, there seems to be no reason for taking two uncer- 
tain quantities, where one of them is accurately known. 
In 1869, the approximate earnings of March, as first re- 
ported, were $397,740, the actual earnings, as subse- 
quently printed in the report, were $645,780, differing 
very widely from the other. With this explanation, no 
person will be misled by the figures in the table below, 
which do not agree with those previously published in 
the daily papers, and the figures for March, 1870, will 


probably be materially larger in the annual report when 
published : 








RAILROAD EARNINGS FOR MARCH. 




















| 1870. 1869, | Inc. | Dec. 
Chicago & Alton............. | gB44, $358,726 $....| $44,300 
Chicago & Northwestern ..... | 872,114) 1,142,165 «+ ++] 270,051 
Chicago,Rock Island & Pacific.) 448,700) 645,789}... .| 908,089 
Clev., Col., Cin. & Ind’apolis.; 244,161 239,522 heist 
Illinois Central............... | 4 709,644 65,270 
Lake Shore & Mich. Southern.| 1,162,697] 1,140,000 aie 
Marietta & Gincinnati.. ....../ 101,379 108,558 2,179 
Michigan Central............. | 380,430 386,527 6,097 
Milwaukee & St. Paul........ 377,000; 419,952 42,952 
North Missonri............... 239.161 36,263 oie 
Ohio & Missiseippi...........| 258,065) 221,459) zn. 
Pacific of Missouri........... | 294,874 294,302 Chak 
St. Louis & Iron Mountain... 113,89 54.937 niliads 
St.Louis,Alton& Terre Haute | 172,216, 175,950 8,734 
Toledo, Wabash & Western.. .| 295,288, 342,704 47,426 
| T 
, RR Sep nae | $5,938,709) $6,401,498) $221,369 $684,158 








For the first quarter of the year 1870, the thirteen 
prominent Western roads named below show a total 
gross earning of $15,295,132, against $15,437,063 for the 
same time last year, showing the comparatively slight 
difference of $141,931. In regard to this statement, sev- 
eral points are to be remembered; in the first place, 
these are the gross earnings, and as the season, taken as 
a whole, has been a very favorable one, and the weather 
generally good, we incline to the opinion that the per- 
centage of expenses to earnings per mile has been less 
than last year. ~ 

On the other hand, the total traffic of this year, as 
shown in these figures, represents the earnings of a very 
considerably increased mileage on several of the ‘roads, 





and the total decrease, if estimated, per mile, would be 
materially larger. 








EARNINGS FROM JANUARY 1 TO APRIL 1. 














| 18%. 1869. | Inc. | Dec. 

| 
Chicago & Alton.............. '$ 962,169$ 1,043,586, pea js 81 417 
Chicago & Northwestern....| 2,358,801) 2,843,569) ..»| 484,768 
Chi , Rock Island & Pac. 1,204,700; 1,306,997 " 3 102,297 
Clev. Col Cin. & Ind........ 664,261) 624,862, 39,399 owe 
Illinois Central....... ....... 1,962,352, 1,891,776 70,576) mOF 
Lake Shore & Mich. South....| 3,101,430! 3,027,590 73 840 sont 
Marietta & Cincinnati... .... | 291,555; 277,690, 18,965, .... 
Michigan Central........... s++| 1,047,549, 1,091,282) wees] 48,733 
Milwaukee & St. Paul........ | 1,155,994) 1.204315, | 48,321 
North Missouri............... | 648, 350.911) 297,558 - 
Ohio & Mississippi..........| 668,087 617.905 50, in 
Pacific of Missouri........... | 746.369 695,716 50,653 
St.Louis,Alton & Terre Haute. 483,396) 460,964) 





= one ae $15,295, 182, $15,437,063 $618,605 $760,630 
— Commercial and Financial Chronicle. 








Unsatisfactory Working of the English Postal 
Telegraph. 


The telegraphs are at length a Government depart- 
ment, and the result may prove, we hope, a public ad- 
vantage. The new management cannot, however, be 
said to have | pore as yet a brilliant success, and the 
mutterings of complaint are loud, deep and general. In- 
fluential merchants, who have hitherto used the telegraph 
extensively, are declaring that because of the system be- 
ing now stripped of celerity and reliability (essential 

ualities) they are sending as few messages as possible. 

t was comparatively plain sailing for the “department,” 
with the means to command, to become common carriers, 
through the book and pattern posts, and universal bank- 
ers, and life insurance agents, and also to determine upon 
a neat pattern for the message boys’ uniform ; but it seems 
open to doubt that, in taking over the entire telegraph 
system of the United Kington, and revolutionizing it to 
such an extent, the department has attempted too much 
—what is beyond its strength. There appears from the 
published lists to have been a great increase in the num- 
ber of stations, and further additions to them may be ex- 
pected from time to time. The review of the new 
corps of the message boys at the General Post Office, in 
their smart uniforms, was an interesting sight, and Com- 
mander Scudamore’s address to his troops was delivered 
with his characteristic bonhomie. This is all very well in 
its way ; nodoubt it is well to caution the youngsters 
entrusted with messages, in which the minimum of time 
in transmission is often of vital importance, against ring- 
taw or leap-frog; but more staid and‘sedate, and, to out- 
ward seeming, trustworthy persons than telegraph mes- 
sage boys, need more efficient checks and stimulants than 
a passing appeal to keep them honest and up to their du- 
ty, and it would be well for all parties that Mr. Scuda- 
more should revert to some of the practices of what may 
now be called the old companies. The person entering a 
message is surely entitled to a receipt for the payment, 
and an interchange of record should be made of the time 
at which messages are both entered and delivered. It is, 
to say the least, an awkward thing for a messenger to be 
sent to a telegraph office with two or three pounds to pay 
for messages, and to return to his employer without a 
scrap of evidence that they have been paid for. Why 
not give a receipt for such payments as well as for a reg- 
istered letter? We are sorry to hear that the hours of 
the telegraph employes have been extended, and hope 
that on this point we have been misinformed, and that 
Government is not to be a harder master than the com- 
panies.— Mechanics’ Magazine. 








Incompatible Timbers. 





A correspondent writes as follows to the Vicksburg 
Herald. It is important to know whether his conclusions 
are justified by the experience of others, and also 
whether such incompatibilities exist in other timbers: 

It is not generally known that certain timbers of great 
durability, when framed together, act upon each other 
so as to produce mutual destruction ; but such is the fact. 

Many years ago, the writer of this article was having a 
“Morton” cotton press made, and having accidentally 
come in possession of a large, black walnut log, hewed 
square, which — suited the — of a straining 
beam, he had it sawed off the right length, and tenons 
about two by ten inches, cut on either side, and framed into 
the broad cypress gallows posts, and his press completed. 
all under shelter. The cypress and walnut, when med 
together, were perfectly sound. At the end of two 
years it was discovered that the walnut was considerably 
decayed—so much so as to require a new straining 
beam, and when the press was taken to pieces, the ten- 
ons were entirely rotten, and the mortice where 
they had been inserted into the cypress, also de- 
cayed so much as to prevent the use of the cypress again. 
Both timbers were very badly decayed. The block 
sawed off the end of the walnut when the press was 
made, was carried to the storehouse and used outside of 
the door, exposed to rain, and remained sound for ten 
years or more, and the lower end of the gallow’s post 
where cypress was joined into cypress, remained as sound 
as the day it was put together. Either timber framed 
into its own kind would have lasted one hundred years 
under shelter. 

A mechanic who saw it, said that he had seen a cypress 
sill laid down and cedar posts framed into it, to make a 
fence, and that the cedar rotted off in two or three years 
and the fence fell over. These facts should be noted by 
railroad men, as the framing of different kinds of timber 
together, might lead to the most frightful accidents by 
the giving away of bridges and trestle works, when there 
was no suspicion of danger. In the case of the walnut 
and cypress, the walnut was seasoned, the cypress was 
not. 





—Five engines, and about forty box cars for the Kan- 
sas Pacific Railroad, passed over the Terre Haute & Indi- 
anapolis Railroad, this week. 





Welding Steel to Iron. 


The superior tensile strength of steel as compared 
with iron is commonly more than nullified in mechani- 
cal and engineering applications by its much less resist- 
ing power to concussive strain. Hence numerous at- 
tempts have been made to combine iron with steel in or- 
der that one might remedy the deficiencies of the other- 
and, as might have been anticipated, recourse was had 
to welding to secure the desired union of the metals, 
this of course involving the use of fluxes, of skillful and 
careful manipulation, and of no inconsiderable amount 
of handling. If high steel is used for the purpose in- 
dicated, the risk of “burning” adds another drawback 
to the method, while if low steel, capable of bearing 
a strong welding heat without danger, he employed, its 
softness causes it to be but little better than the iron, and 
the prime object of the process is lost. Any remedy for 
defects in the common mode of uniting the two metals 
is therefore a desideratum. This, it is claimed, has been 
secured by Mr. E. Wheeler, of Philadelphia, Pa., who, 
reasoning that no difficulty could occur in the welding if 
the materials were simultaneously brought to the re- 
quisite heat, and that burning could not take place if the 
contact with oxygen and flame were prevented during 
the operation, has devised the simple but ingenious plan 
of wholly encasing the steel with the iron. Heated in 
this form, no oxydation can occur at the surfaces o 
contact, and the compound ingot, when passed 
through rolling or  drawin machinery, _ has 
its two elements firmly welded together. This 
method can’ be extended to the manufacture of various 
articles, such as set-screws with steel cores, car-axles, 
etc. One very promising application of the process is in 
the reworking of steel scrap. To compact a pile or in- 
got of this material, it has hitherto been requisite to use 
very heavy epee Y in order -to make the scrap co- 
here uniformly at the low or cherry-red heat, beyond 
which steel cannot be safely heated when exposed to the 
air. By hermetically encasing them in an iron shell, 
they may be heated much higher, and of course require 
much less force to secure their condensation to a solid 
and united condition. The principle of this is identi- 
cal with a process which we believe was recently 
patented for reworking iron scrap. 

In making a car-axle by the method under considera- 
tion, a core of iron is surrounded by a tube of steel, and 
both are contained within aniron shell. These being 
united, the axle is turned to shape in a lathe, and comes 
out with steel journals, while the iron core and shell fit 
it for resisting the strains which, without such core and 
shell, would sooner or later cause the fracture of the 
steel in the main length of the axle. It is stated that the 
system may be profitably applied in the manufacture of 
steel-faced rails, but how thismay be done, when the 
iron shell is in the very nature of the case always exter- 
nal to the steel, does not to us very fully appear.—Ame- 
rican Artisan. 








The Telegraph in London and New York. 


Mr. Scudamore, the Government Manager of the 
Telegraphs in Great Britain, publishes a communication 
in the Blectric Telegraph and Rai Review of Feb. 26, 
for the purpose of showing how greatly the telegraphic 
traffic in London has increased since the lines ed 
into governmental control. According to Mr. Scuda- 
more’s figures, the total number of messages delivered 
from the telegraph offices in the city of London during 
the week ending February 19, 1870, was 15,479, being an 
average 2,579 per day. The population of London at 
the last census was 2,808,989, which shows, taking the 
week stated as a basis, that all the telegraphs in Great 
Britain and Ireland deliver in London but one message 
per day for every 1,087 inhabitants. 

The number of messages delivered in New York by 
the Western Union Telegraph Company during the 
month of February, exclusive of press reports, was 
77,745, being an average of 3,239 per day. The 4 
tion of New York city at the last census was ,658, 
which{shows that the Western Union Telegraph Com- 

ny alone deliver in New York one message per day 
for every 248 inhabitants, or nearly four and a half times 
in excess of the London delivery.—Journal of the Tele- 
graph. 








—The Suez Canal Company held a meeting on April 
1, at Paris. The directors reported that they had, on 
December 31, about twenty millions of francs in hand or 
coming in from different sources, but that the expenses 


of the present year for supplementary works to the - 


Canal, and for the coupon of January, will require thirty 
millions of francs. It would, therefore, not be possible 
to pay any dividend in July. Between March 21 and 
April 1 the following vessels are said to have passed 
through the Canal: Statesman, Numero-Telateh, John 
Dryden, Hawk, Leith, Delaware, Imperatrice (M.I. str.), 
Severington, Hibernia, Nubia (P. and O.), Babel, Dous- 
souk, Apis, William Cory, and Far East. 








—Freights on the Mississippi from St. Louis south- 
ward have been very low this month. Last week flour 
was taken to Vicksburg and New Orleans for twenty 
cents a barrel; the rate to New York by rail at the same 
time was $1.10. 








—Commander Selfridge has finished a preliminary sur- 
vey of a route for the Darien Canal, and reports it prac- 
ticable at an expense of probably $70,000,000. The party 
is now making minute surveys. 








—Russia proposes to establish a line of steamers 
between the Black Sea—probably Odessa— and East, via 
Suez Canal. 


* 
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THE TOWER SUBWAY. 





Iv 1s but little more than a twelve-month since ground 
was broken within a small enclosed space on Tower- 
hill, at the bottom of Thames street, and the work com- 
menced for sinking the shaft of a subway which was to 
connect the two shores of the river Thames between 
Tower-hill and Tooley street. Quietly and unobtrusive- 
ly, day by day, these works have since been carried on, 
until, at last, within a year of their commencement, they 
haye been completed, and a communication opened un- 
der the river between the Middlesex and Surrey shores. 
The necessity for such an undertaking is a pressing one, 
aud has arisen mainly from two causes. Firstly, the in- 
crease of traffic over London ng and, secondly, the 
utilization of the Thames Tunnel by the East London 
Railway Company, which has further increased the pe- 
destrian traffic over the brid To meet this necessity, 
Mr. Peter W. Barlow conceived the idea of the present 
subway, for which an act was obtained in 1868. The 
arrangement of preliminaries, however, delayed the ac- 
tual commencement of operations until February, 1869, 
since which time the works have been steadily prose- 
cuted to their completion. The scheme consists of a 
tunnel connected at each end with a shaft for ascent and 
descent. The passengers are conveyed down one shaft 
in a descending room worked by machinery, and the 
transit through the subway is effected in an omnibus 
drawn by a wire rope wound in by steam power. On 
arriving at the opposite end from which they started, the 
passengers alight and enter an ascending room, in which 
they are lifted to the surface. Such, in brief, are the 
works of the Tower subway, the progress of which we 
have occasionally noticed. We now propose to enter 
more fully into the details of construction, and to note 
several features of interest in this recent example of en- 
gineering construction. 

First, then, the Middlesex shaft, at which point the 
works were commerced. This shaft is 58 feet deep and 
10 feet in diameter, and is lined with cast-iron cylindrical 
rings, 1 inch thick, for a depth of about 30 feet from the 
top, being sunk so far through a loose soil. The remain- 
ing portion of the shaft was sunk through the London 
clay, and is lined with brick in cement. At the bottom 
of the shaft, and below the level of the subway, is the 
engine-room, which contains the machinery for working 
the “ascending room,” as it is termed, and the omnibus. 

~It consists of a double inverted cylinder engine, of 4 
horse power, for working the ascending room, anda 
single cylinder aorizontal engine, of similar power, for 
hauling the omnibus; both engines take steam from a 
vertical boiler having two cross tubes. On a level with 
the tunnel is a waiting room, 35 feet in length and 10 feet 
in width. At the end of this room isa doorway, opening 
directly into the tunnel, which is 1,335 feet in length and 
7 feet extreme internal diameter. The tunnel is com- 
posed of cast-iron rings, 1 foot 6 inches wide and % inch 
thick, built up in four segments, both the segments and 
the complete rings being bolted together, with 34 inch 
bolts, through the flanges, which are 2 inches deep. The 
available area of the tube is thus reduced to a diameter 
of 6 feet 8 inches. There are three large segments and 
one small one in the ring, the small one — only 10 
inches in width, and having parallel instead of radial 
flanges, its action being that of a key piece at the crown 
of the tube. The large segments weigh 4 cwt. each, 
and the small one 1 ewt., so that the weight of the tube 
is about 26 cwt. per Pp run. 

The excavation of the tunnel was commenced at the 
bottom of the Middlesex shaft, and —— thence to 
the opposite side. A shield specially designed by Mr. 
Barlow, and constructed by Messrs. Bells, Goodman & 
Co., who improved some of its details, was used for this 
purpose. This shield is made of wrought and cast iron, 
weighs about 21¢ tons, and is somewhat telescopic in its 
action. It is furnished witha cast-iron cutting edge, and 
has a wrought-iron face plate, in the centre of which is 
a doorway about 4 feet square. The soil was first exca- 
vated in front of this doorway, and removed backwards 
through the shield, the sides and top being timbered. 
When this excavation had advanced some 5 feet or 6 feet 
the soil was taken down from the face of the shield nearly 
to the cutting edge, and for a distance of about 3 feet 
forward. The shield was then advanced to the face of 
the work by means of powerful screws, of which there 
were six, although rarely more than two were required 
to be used at one time. There was an arrangement to 
the rear of the shield for taking the thrust of the screws, 
which was also received by the flange of the last ring of 
the tunnel. As the shield progr onwards, the tube 
followed it up piece by piece, being built up inside the 
shield. In constructing this portion of the work, the 
bottom section or invert was first laid; the two side 
pieces were then placed, and finally the key-piece was 
thrust up into place. The horizontal flanges were then 
bolted up, a packing or pine board being used. The 
vertical flanges of the rings were bolted together as the 
work progressed forward, the joints being atterwards 
caulked with oakum and pointed with Medine. cement. 

To prevent oxidation the cast-iron segment. were dip- 
ped while hot from the foundry in tar, which was found, 
upon examination, to have thoroughly impregnated the 
pine packing. This proves the non-liability of the tim- 
ber to decay under these peculiar conditions, and meets 
the objections made to this method of packing, which 
has been previously adopted with success. As the cut- 
ting edge of the shield was about 2 inches greater in di- 
ameter than the cast-iron tubing, it followed that as 
of 2 inches was left between the tube and the clay at the 
crown, which was gradually reduced to nti at the sides 
near the bottom. This space was filled in with a grout- 
ing of blue lias lime, which was forced into it from the 
inside of the tunnel through holes left in the casting for 
that purpose. All fear of any chemical action being set 
up between the lime and the iron has been set at rest by 
careful examinations which have failed to show any in- 
dication of change. The tunnel has a descending gradi- 
ent of Lin 30 from the Middlesex shaft to near the cen- 
tre, where there is a short piece of level, which again 
changes into an ascending gradient of 1 in 30 to the shaft 





on the Surrey side. The point of minimum thickness 
between the bed of the river and the crown of the tun- 
nel occurs half-way across, where it is 22 feet. The bot- 
tom of the tube is filled in with a bed of concrete, upon 
which the permanent way is laid. This consists of trans- 
verse timber sleepers placed 3 feet apart, and upon which 
a single line of iron rail is spiked. The rail is of the 
contractor’s or flanged section, and the way is laid to a 
gauge of 2 feet 6 inches. , 

At the southern or Surrey end of the tunnel is a wait- 
ing room of similar dimensions to that at the northern 
extremity, and which opens into the shaft. Unlike the 
Middlesex waiting room, however, the one we have now 
reached islined with cast-iron segments. The Surrey 
side shaft is 52 feet deep and 10 feet diameter, and is 
lined for a depth of 20 feet from the top with a seg- 
mental cast-iron cylinder. For another 20 feet the diam- 
eter is reduced to 9 feet, and for 8 feet it is again reduced 
another foot. At this point the London clay was met 
with, and the lining of the shaft is continued in brick 
from thence down to the engine chamber, which is also 
lined with brick work in cement. Some difficulty was 
experienced in sinking the 9 feet diameter cylinders, 
which had to be weighted to 80 tons before they would 
move. The water was also rather troublesome here; 
and as pumping might have drawn off water from the 
surrounding strata, and have caused a settlement in the 
adjacent houses, this shaft was sunk by means of a 
“miser,” which brought up a maximum of gravel with a 
minimum of water. After the cylinders were well down 
into the clay the remaining water was pumped out, and 
no further difficulty was experienced. The engine-room 
arrangements are the same here as at the other end, 
there being an engine for working the ascending room, 
and another for hauling the omnibus. The shaft at this 
side of the river opens into Vine street, Tooley street. 
Both of the shafts are covered by iron houses about 9 
feet square. 

The ascending room is an iron chamber about 7 ft. 
square, and capable of holding ten persons. It is fitted 
with a simple but effectual safety apparatus, which was 
designed by Mr. Peter Barlow. Connected by a shackle 
to the chain by which the room is raised and lowered, 
are two nearly horizontal chains, attached each to a 
wedge piece retaining apart a pair of powerful springs. 
Should the vertical chain break, the horizontal chains 
release the wedge pieces, and the springs being no longer 
held apart, act as a pair of jaws, which grip the vertical 
guide rails on the sides of the shaft. These guide rails 
are fixed from the top to the bottom of the shaftg, and 
are stiffened in order to bear the thrust of the safety 
arrangement, should it ever be brought into play. The 
effect of this method of breaking the fall of the room is 
far more pleasant than that of the plans in general use. 
Instead of a sudden stoppage, attended with a violent 
jerk which might injure the occupants, the speed of the 
room is only partially arrested, the remainder of the 
descent being effected at a diminished rate. In order 
that no unpleasantness may at any time be felt when the 
room reaches the bottom, a pair of spring beams are 
placed across the shaft, and upon these the room rests. 
A similar pair of springs is placed at the top of the shaft, 
in order to check any tendency to over-winding. The 
omnibus for conveying the passengers through the 
tunnel will be found described and illustrated on page 
319 of our last volume. It consists of an iron framing 
lightly plated, and mounted on eight wheels, one pair of 
which are fitted with brake blocks, which are actuated 
by the guard at either end of the omnibus. It will seat 
fourteen persons, and the journey across from shaft to 
shaft occupies about a minute and a quarter, that in the 
shafts under half a minute. 

As showing the rapidity with which these works have 
been carried out, it may here be mentioned that the shaft 
on the Middlesex side was started on the 16th of Feb- 
ruary last year. The bottom was reached, and the tun- 
neling commenced on the 26th of April. By the 8th of 
October the tunnelling had advanced 1260 ft., or within 
75 ft. of the Surrey shaft. From this point a small head- 
ing was driven to the shaft. Soaccurately was this work 
performed that the centre line of the heading deviated 
only a quarter of an inch from the centre line of the 
shaft. The Surrey-side shaft was started on the 7th of 
October, its commencement having been delayed in con- 
sequence of difficulties which arose in obtaining posses- 
sion of the land. This shaft was completed on the 27th 
of November, the junction of the shaft with the tunnel, 
by means of the heading, being effected on the 30th of 
the same month. The tunnel was completed on the 4th 
of December, when the waiting room was commenced, 
which was finished on the 20th of December. The 
details of the mechanical arrangements have occupied 
the remaining time up to the present date, but a few days 
will see them completed. 

The works of the Tower subway have been. carried 
out with a thorough regard to economy. The structure 
has been built in a substantial, but, withal, in a very 
plain manner. No attempt whatever has been made to 
ornament or embellish, utility only having been kept in 
view. Thus plainness, but efficiency, characterises the 
works throughout. The original estimate for this work 
was 16,000/., the actual cost, however, has been 18,0002/., 
which includes more powerful engines than it was at first 
contemplated to have, and larger waiting rooms. There 
are about 650 tons of cast iron in the tunnel and shafts; 
the quantity of wrought iron is very small. Mr. Peter 
W. Barlow, jun., isthe engineer of the Tower subway, 
who has well carried out the designs of his father. The 
contractor for the works generally is Mr. J. H. Great- 
head, who has done his part with care and judgement. 
To Messrs. Bells, Goodman, and Co., of the walker 
Engine Works, Newcastle-on-Tyne and London, is also 
due considerable credit for the manner in which they 
have performed their portion of the work, which was 
the supply of the whole of the wrought and cast iron- 
work for the tunnel and shafts, as well as the omnibus. 
Messrs. Shaw, Head, and Co. supplied the ascending 
roome, engines, and boilers. The whole work was 
executed without any interruption to the ordinary street 
traffic, and has happily been brought to a successful issue 





without any fatalor serious accident. It is intended to 
open the subway for public trafic on Monday next, when 
we trust its success will establish a precedent for future 
subways.—Lngineering, April 1. 








CONTRACTS FOR PASSENGER CARS. 


The Measurement of Damages—A Contract to Furnish a 
Certain Number of Cars Does Not Bind the 
Contractor to Furnish a Larger or 
Smaller Number. 








The following is the report of the decision of Chief 
Justice Walker of the Illinois Supreme Court in the 
case of the Illinois Central Railroad Company vs. De- 
mars (44 Ill., 292). We find it in the American Railway 
Journal : 


This was an action of assumpsit, brought by appellee, 
in the Kankakee Circuit Court against appellant, to re- 
cover for a breach of contract to furnish six passenger 
cars upon three days’ notice. On the trial below, appel- 
lee introduced in evidence a letter written by W. r. 
Johnson, as general passenger agent, in which he says 
that appéllee’s communication to Mr. Hughitt, General 
Superintendent, had been placed in his hands to reply. 
He says they will charter appellee six cars to Chicago, 
and to return, for fifty-six dollars each; that he can have 
them at any time by giving the station agent three days’ 
notice, and requesting him to give notice. This was 
dated the 28th day of August, 1856. 

Appellee proved that on the 22d of September follow- 
ing, he gave notice to the station agent that he wanted 
four cars on the following Tuesday morning. Theagent 
telegraphed to Johnson on the day appellee gave notice 
that he wanted the cars. The station agent received no 
reply, nor were the cars furnished. The station agent 
testified that he had no authority to make a contract for 
cars with appellee, nor did he make any; that Hughitt 
was the agent for letting the cars. Appellee proved that 
he sold two hundred and forty-three tickets, at one dollar 
and fifty cents each, for the excursion, on the 25th of 
September, and that the money was refunded. 

The jury found a verdict in favor of the appellee for 
$376. A motion for a new trial was entered, and over- 
ruled, and judgment rendered by the court on the ver- 
dict, to reverse which this appeal is prosecuted. 

It is urged that the court below erred in allowing ap- 
pellee to introduce evidence of the number of persons at. 
the depot on the morning of the 25th of September, the 
time he had given notice that his excursion would be 
made. This was error, unless it had appeared that these 
persons intended to go on the cars chartered by the ap- 
pellee, and were not of those who had purchased tickets. 
Had that appeared, then the jury would have been au- 
thorized to take into consideration the amount he would 
have thus received over and above that received on the 
sale of tickets. The object of this evidence was to ascer- 
tain the loss he had sustained by not obtaining the cars. 
It could, therefore, have made no difference what num- 
ber of persons were there, unless they had intended to 
go on appellee’s excursion train on that day. 

The measure of damages would be the amount of 
money appellee lost by the breach of contract, and to 
ascertain the amount he had received by the sale of 
tickets and the sum he would have received from others 
had the train gone as proposed, and any other loss sus- 
tained, and from the gross sum deduct the cost of the 
cars and the difference would have been the damage sus- 
tained. This evidence was therefore improper and 
should have been excluded. 

It is likewise urged, that the evidence did not warrant 
the verdict, as the damages were excessive. We have 
seen that appellee sold two hundred and forty-three 
tickets, which, at one dollar and fifty cents each, make 
the aggregate sum of $364.50. The amount he would 
have been required to pay for four cars would have 
amounted to $224, which, taken from the amount re- 
ceived for tickets, would have left $140.50, which might 
have been increased by proving expenses for advertis- 
ing and the payment of agents to sell the tickets. But 
in no view we can take of the evidence could such ex- 
pense have reached the amount of the verdict. If 
twenty-five or thirty dollars were allowed for advertising, 
the sale of tickets and other incidental expenses, still 
the verdict would be more than $100 too large. The 
jury evidently overlooked the fact that the cost of the 
cars would have to be deducted from the receipts on the 
sales of tickets. The remainder would, under the evi- 
dence in this record, have been the measure for the re- 
covery. For this error the court below should have set 
aside the verdict and granted a new trial. 

The evidence no doubt varied from the contract de- 
scribed in the first count. It averred a contract to fur- 
nish six cars on three days’ notice, while the proof 
showed a request to furnish but four. When the com- 
pany agreed to furnish a certain number of cars, the 
were guilty of no breach of contract in failing to furnis 
a larger or smaller number. Their contract was not to 
furnish four cars, but six. A demand to furnish but four 
was not a request to perform the contract they had 
made, but it was for a different thing. They could not 
be in default by refusing to perform their contract in 
parts. They had contracted to furnish a specific num- 
ber, to be furnished all at the same time, and appellee 
had no right to compel them to furnish the cars in in- 
stallments. They hada right to perform their contract 
as an entirety, and to —_ it to be performed other- 
wise would be to make for the parties a new contract. 
Until he demanded the six cars he claims to have con- 
tracted for, and the company had refused to furnish 
them, there was no breach of contract authorizing a re- 
covery. The evidence does not tend to prove such de- 
mand, and the judgment was therefore unauthorized, and 
must be reversed and the cause remanded. 

Judgment reversed. 


—Mankato, Minn., has made a very liberal offer to se- 
cure the location of the Winona & St. Peter Railroad 
Shops at that point. 
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General Railroad Wlews. 


OLD AND NEW ROADS. 


Great Western of Canada. 

Herapath’s Railway Journal of the 2d has the follow- 
ing concerning this road :, 

“ From the accounts for the half year ending 31st Jan- 
“uary last, after providing for dividend on the prefer- 
“ence stock the board have decided upon recommending 
‘“‘a dividend on the ordinary shares at the rate of 54¢ per 
“cent. per annum, free of income tax, reserving £3,000 for 
“the renewal of the ferry steamers, and carrying forward 
to the current half year the sum of £2,054. 

“This dividend compares thus— 





Per Cent. 
Half-year ending— Per Annum. 
POMMAEY BI, TA. 0.0.0cnccceseccscccccecscescocccccccccsecececces 5% 
“ 0s 042.54+0s00esseeesenasenedeesecenennegesenal 5 
Hi < : MEsiabinscsssecccesas pends vebeunsmebousenee «asin 
* NBT... ccccccccrcccccccccccccsvccccsesccsscocecces 8% 


“From 81¢ to 54¢ per cent. per annum in the course 
“of three years, is not a poor rate of increase in the 
“ dividend. 

“The half year ending in in January is always, how- 
“ever, the better half of the year. For the July half of 
“last year the dividend was 8 per cent. per annum, and 
“being for the second half ending with January, 1870, 
“514, itis for the whole year 1869, ending in January, 
“1870, 414 per cent. 

“These facts show that such a thing as a railway in 
“Canada is capable of working to a decent profit, and 
“ of improving rapidly, even while renewing and improv- 
“ing the railway substantially.” 

Allegan, Holland & Grand Haven. 

This road will form a branch of the Kalamazoo Di- 
vision of the Lake Shore & Michigan Southern. The 
Chief Engineer, Ed. Lyon, has finished the survey from 
Holland to Grand Haven, a distance of twenty miles 
through alow, marshy country. Goss, Warner & Co. 
have the contract for grading and bridging and have al- 
ready sub-let the work. From Allegan to Holland the 
road-bed is nearly completed. 


St. Louis, Vandalia & Terre Haute. 

This road was completed to Terre Haute on the 9th 
instant. The bridge at Terre Haute was completed, but 
there is still some work to do on the approaches to the 
bridge, and some ballasting to be done. The first through 
train passed over it last week. It will soon be open to 
business. 

LaClede & Fort Scott. 

The survey of this road has been completed, accepted, 
and the portion between Lebanon and Buffalo contracted 
for. The LaClede County Leader says the completion 
of this road will secure the building of the extension to 
St. Genevieve, and the completion of the road from Jef- 
ferson City to Lebanon. 

Tebo & Neosho. 

Track-laying was commenced at Sedalia on the 8th 
instant. 

Des Moines Valley. 

The present terminus, nine miles southwest of Fort 
Dodge, is Kesho. There is iron there to lay five or six 
miles; and the company has contracted for enough to 
extend the road ninety miles this season. This will 
bring it to the Minnesota line. 

Burlington, Cedar Rapids & Minnesota, 

This road has been made a mail route, and Mr. James 
Turner, of Wapello, has been appointed Route Agent. 
Rockford, Rock Island & St. Louis. 

It is intended to use the track of the Terre Haute, Al- 
ton & St. Louis road, from Upper Alton to East St. Louis, 
twenty-two miles, to save building a costly line through 
a country which can furnish no traffic. The seven or 
eight miles between Brighton and Upper Alton will soon 
be completed, and on the ist of May there is to bea 
grand excursion from Beardstown to St. Louis, over the 
road. 

Another effort, it appears, will be made to secure the 
building of the river line of this company south of Rock 
Island. The Rock Island Union reports, as follows, a 
proposal from the company read at a recent meeting of 
citizens at Muscatine: “It specifies that a payment of 
“$50,000 toward the road is to be made in money as soon 
“as the track reaches the Illinois side of the river, oppo- 
“ site Muscatine, and the cars are running thereto; at 
“the same time, good substantial notes for $25,000, pay- 
“able in six months, are to be given. The company is 
“to organize under the general laws of the State of 
“Towa, to run from Muscatine to the Missouri River, the 
“city to furnish depot grounds and free right of way 
“through the city. Good individual stock subscriptions 
“to the road, to the amount of $75,000, are to be pre- 
“sented to the company, $50,000 payable when the track 
“ reaches the Iowa River, and the balance when it reach- 
“esa point fifty miles west of Muscatine. Resolutions 
‘were unanimously adopted accepting the proposition of 
“ Vice-President Young, and a committee, composed of 





“thirty leading citizens, was appointed to procure sub- 
“ scriptions.” 
Keokuk to Dubuque. 

The Muscatine Journal says: “The Railroad from 
“Cedar Rapids via Iowa City southward to Keokuk, 
“will probably be all under contract and grading during 
“the coming summer. It looks as though the Dubuque 
“ Southwestern will consolidate, thus forming a continu- 
“ous line from Dubuque to Keokuk.” 

Dubuque Southwestern, 

An effort is being made to extend this road from Cedar 
Rapids, its present southwestern terminus, to Marengo, 
on the Rock Island road, about twenty-four miles. 

Grand Rapids & Indiana, 

Hearing that an engine of the Lake Shore & Mich- 
igan Southern Company is used in laying rails on 
this road south of Sturgis, the Kalamazoo Gazette insin- 
uates that “ somebody between Sturgis and Grand Rapids 
has been badly sold.” Meaning, we suppose, that it is 
not improbable that the road will not be built between 
Sturgis and Grand Rapids, but that the Lake Shore’s 
line will be used. 

Milwaukee & St. Paul, 

Four hundred men are working on the line between 
Eagle and Elkhorn which will connect the Western 
Union directly with Milwaukee. The road will be about 
sixteen miles long. It is to be completed by the ist of 
September, 

Milwaukee Northern, 

Engineers on the route between Milwaukee and 
the Sheboygan & Fond du Lac Railroad report it favor- 
able. The line is virtually located between Milwaukee 
and Cedarburg, and the company is about to let the con- 
tract for that section. 

Evansville & Crawfordsville, 

This road has its northern terminus at the present time 
at Rockville, twenty-seven miles southwest of Crawfords- 
ville. It is now proposed to fill up the gap and also to 
extend it beyond Crawfordsville about sixty miles to 
Logansport. Itis reported that the contract has been 
let to Cincinnati men. 

Decatur & Paris. - 

We learn that the surveys have been completed and 
that the work of grading will commence at once. 
Osage Valley & Southern Kansas, 

That part of the line between Tipton and Warsaw 
will at once be put under contract. It is expected the 
line will be in operation between Boonville and Warsaw 
by the 1st of January, 1871. 

Burlington & Southwestern. 

We learn from the Burlington Hawkeye that Davis & 
Atlee, of Fort Madison, have taken the contract for the 
construction of the above line from its junction with the 
Keokuk & Burlington line west to Farmington. The 
route is not definitely located, but will be directly. 
Panama Railroad. 

Since the opening of the railroad to the Pacific the 
price of Panama Railroad stock has fallen from 280 to 
140, and its dividends. haye been reduced from 24 per 
cent. gold to 16 per cent currency. Wm. H. Aspinwall 
was elected President of the corporation on the 4th inst. 
Cairo & St. Louis, 

Arrangements have lately been made by the Executive 
Committee for an immediate survey of the proposed 
route from East St, Louis to Murphysboro’, in Jackson 
county, xia Waterloo and Sparta. The Murphysboro’ 
Argus says: “We are confident that Mr. Mitchell, the 
“President, intends to build the road, and the only ob- 
“stacle is to find a good, practical route from Sparta 
“south. When this road is constructed, iron ore will be 
“brought from Missouri to our inexhaustible beds of fine 
“coal, and large furnaces erected. It is only a question 
“of time, and the day is not far distant.” 
lowa Midland, 

Clinton and Lyons have subscribed $110,000 to this 
road, which, it is said, will secure its construction from 
Lyons to Maquoketa, nearly thiriy miles, during the 
season. The engineers are now surveying the route. 
Burlington & Southwestern, 

We find from the St. Joseph Gazette that the Nebraska 
Division of this road has been completed to Falls City, 
Nebraska, and the route has been surveyed to Pawnee 
City. A large force will be at work between the two lat- 
ter places about the ist of May. 

Joliet, Newark & Mendota. 

The projected route of this road is nearly due west 
from Joliet, through Kendall county, to Mendota. It 
runs nearly parallel with, and only from seven to twelve 
miles distant from, the proposed line of the Chicago & 
Rock River road. This intervening country is also now 
tapped by the Chicago, Burlington & Quincy Railroad. 
In the improbable event of the construction of both the 
first named roads, Kendall, Willyand La Salle counties 
will be generously supplied with transportation facilities, 
The Joliet, Newark & Mendota Company ask these coun- 
ties for subscriptions of $100,000 each. 





Indiana North & South Railway, 

Track-laying was commenced in Parke county on the 
15th instant. 
Davenport & St. Paul. 

The Jackson, Iowa, Sentinel says a large force of 
graders are now at work all along the line of this road 
between Davenport and Maquoketa, finishing up the 
road-bed. It is now certain that it will be ready for the 
ties about the middle of May. Mr. Becker will have his 
tie contract completed in about ten days. The bridge 
across the Wapsie is now almost completed, and there 
seems no reason to doubt that track-laying will com- 
mence about the first of June. 

Lake Superior & Mississippi. 

We learn from the Winona Republican that the Lake 
Superior Railroad is now completed to Kettle River, 
ninety-six miles from St. Paul, to which point trains 
commenced running on Monday. The road is graded 
for twenty miles beyond, and as soon as the bridge across 
that stream is completed the track will be laid again at 
the rate of a mileaday. This leaves but fifty miles of 
staging to Duluth from Kettle River. 

Central of lowa. 

The Oskaloosa Conservator says that the contract for 
building this road south of Oskaloosa has been let. Tho 
bridge over the Des Moines, at Eddyville, is to be com- 
pleted within six weeks, and it is intended to have the 
road ready for the locomotive between Oskaloosa and 
Moulton, the junction with the North Missouri near the 
Iowa line, before midsummer. 

Louisiana & Missouri River, 

The contract for grading from Mexico, on the North 
Missouri, west to the Audrain county line, about fifteen 
miles, has been let. Between Mexico and Louisiana the 
grading is about completed. 

Kansas Pacific, 

Arrangements are nearly completed to stock this road 
with postal cars, arranged for the distribution of mail. 
The Wyandotte shops are building the cars. 

Guntersville & Winchester, 

A route for a railroad is about to be surveyed from 
Guntersville, a town on the Tennessee River, in Marshall 
County, Ala., eighteen miles south of Woolville station, 
on the Memphis & Charleston Railroad, northward to 
the Alabama line, near New Market, where it would con- 
nect with the line of the Winchester (Tenn.) & Alabama 
road, graded before the war. 

Grand Rapids & Holland, 

Grand Rapids, Michigan, on the 11th instant, refused 
by 448 majority to give $50,000 to aid the construction of 
this road. 

The Neosho Valley and Leavenworth, Lawrence & Galveston, 

The Leavenworth Conservative says that the cars on 
the Neosho Valley road are now running to Humboldt, 
and are promised to be at Chetopa and the southern 
line of the State early in May. The Fort Scott road is 
also progressing. The Leavenworth, Lawrence & Gal- 
veston road will soon reach Humboldt, and the three will 
unite near or at Chetopa, making one road through the 
Indian country to Galveston—and, perhaps, westward to 
Albuquerque. Kansas will soon be a railroad gridiron. 
Virginia Valley. 

The ordinance recently passed by the Baltimore City 
Council and sanctioned by the Legislature of Maryland, 
authorizing the city to subscribe one million dollars to 
the stock of the Virginia Valley Railroad Company, and 
a loan to pay such subscription, has been ratified by a 
vote of the citizens. Nota mile of this road will be in 
Maryland, but it will find its outlet over the Baltimore & 
Ohio Railroad to Baltimore. The country on ite line is 
one of the most productive in the world. 

Cairo & Vincennes, 

The Vincennes 7imes reports that arrangements have 
been made for resuming work ‘on this road under the di- 
rection of Gen. Burnside, its old President. It says that 
the Pennsylvania Railroad Company has leased the road, 
which, however, has yet to be built through a difficult 
country. 

Hastings & Dakota, 

The St. Paul Press gives the following account of the 
above road, which the Milwaukee & St. Paul Company 
has just bought. “ Of this railroad thirty miles are con- 
“structed from Hastings toa point ten miles west of 
“Farmington. Its projected line, as fixed by legislation, 
“runs vita Shakopee through the counties of Carver, 
“McLeod and Renville. It is endowed with about 800,000 
“ acres of land, to obtain whichjthe construction of 200 
“ miles of railroad is required. Sixty miles more are re- 
“ quired to be completed before any further lands; enure 
“to the company which had it in hand—but the Milwau- 
“kee & St. Paul, with their large resources, will find it 
“easy to prosecute the work. It will form a valuable 
“ feeder to their line.” 

Kalamazoo & Mansfield. 

It is proposed to build a railroad between Kalamazoo, 

Mich., and Mansfield, O., a distance of about 200 miles. 
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Indianapolis, Bloomington & Western, 

The first mortgage bonds of this company, to the 
amount of $3,000,000, are offered in London at the rate 
£168 per $1,000 bond. 

Indiana & Illinois Central. 

The directors on the 19th inst. confirmed an agreement 
made by the contractors for the sale of bonds sufficient 
to build the road. The Illinois portion of the line will 
be put under contract immediately, and the Indiana por- 
tion as soon as the balance of donations necessary, and 
some rights af way are secured. It is intended that the 
road from Montezuma to Decatur, Ill. shall be finished 
and cars running early in the fall. Montezuma is on the 
Wabash river in Indiana about twenty-eight miles north 
of Terre Haute. Near the State line it will be sixteen 
or eighteen miles south of Danville and about as far 
north of the St. Louis and Terre Haute road. 

Junction City & Waterville. 

It is proposed to construct a railroad from Junction 
City, on the Kansas Pacific, the northern terminus of 
the Missouri, Kansas & Texas Railway, northward to 
Waterville, the present western terminus of the Central 
Branch Union Pacific. The distance is about fifty miles. 
Cincinnatl, Richmond & Fort Wayne, 

The annual report for the past year shows a cash bal- 
ance in the hands of the company of $17,913.60, and two 
city bonds, $2,000. The other assets are $290,000 of sub- 
scriptions along the line of the road, and the tax (to be 
collected) voted by the four townships, $193,000. The 
Board has voted to accept a proposition from the Penn- 
sylvania Railroad Company to furnish the iron, spikes, 
ete., necessary to complete the road to Winchester, on 
certain conditions, for $201,000, and instructed President 
Parry to close the contract. 


Lafayette, Bloomington & Mississippl. 

In connection with the contract with Taylor & Snell 
for the road-bed of this line, noticed elsewhere, an officer 
of the road writes to us from Bloomington: ‘“ We pur- 
“pose to commence track-laying by the ist of August, 
“1870, on the Eastern Division, being that part of our 
“road from here to the Indiana State line. The Western 
“ Division, from here to Warsaw, on the Mississlppi, via 
“Havana, on the Illinois River, will be let this fall.” 
Vicksburg & Brunswick. 

The route of this proposed road is across the State of 
Alabama from Eufaula, on the Chattahoochee, a little 
north of west to Meridian, Mississippi, where it would 
connect with the Vicksburg & Meridian Railroad. From 
Eufaula, the Central and Southwestern of Georgia affords 
an outlet to Savannah, and the Brunswick & Albany, 
now in progress, will complete a route to Brunswick, 
which will be the most direct between Vicksburg and 
the Atlantic,—a route, however, on which there are hun- 
dreds of miles of poor pine woods, as well as some excel- 
lent cotton land. 

Union Pacific. 

The Indians cut the stringers ina bridge three miles 
east of Antelope, and threw fourteen cars off the track 
about 1 o’clock one morning last week. All the train 
men, except one brakeman, got on the engine and ran to 
the next station. After they left the Indians broke open 
a number of cars. The remaining brakeman fired on 
them, and they left. The western bound passenger train 
was detained four hours for the wreck to be cleared away 
from the track. 

Michigan, Indiana & Ohio. 

Articles of association of this new company were filed 
on the 19th inst. in the office of the Secretary of State 
of Indiana. The capital stock of the company is $300,- 
000, divided into 3,000 shares of $100 cach. The road 
is projected to run from a point on the Michigan and In- 
diana line, in Lagrange county, passing through Steu- 
ben and Lagrange counties in Indiana and in the diree- 
tion of St. Joseph and Sturgis counties in the State of 
Michigan. The length of the road is estimated to be 
twenty-five miles. The following persons have been 
elected directors for the first year: C. G. Lucas, Or- 
lando Wilder, M. B. Kimball, N.S. Bennett. J. B. Rooker, 
W. M. Kimball, and H. M. Aldrich. 

Peoria, Atlanta & Decatur, 

The first stake on this line was driven at Peoria on 
the 19th inst. 

Gilman, Clinton & Springfield, 

The location of this line will be completed this week. 
The estimates will then be made, when Hon. $8. H. Mel- 
vin, the President, will go East to negotiate a contract 
for the construction of the line. 

Memphis & Little Rock. 

The prospect of completing this road, which was all 

under contract a few weeks ago, seems pretty dubious if 


we may trust the Memphis Avalanche. It says: “In | 


‘seventeen years, as has already been shown in the Ava- 
‘‘lanche, some sixty miles of track have been put down. 


“ We do do not wonder that almost every mention of the | 


“road provokes a curse. Promise after promise has been 


“ violated, and, if we are correctly informed, there is not 
“at this moment a stroke of work being done this side of 
“ White river, while miles of the road is under water, 
“and its assets all, or in part, under attachment. Seem- 
“ingly the chances for the completion of the road are 
“worse at this moment than if the enterprise had never 
“been conceived.” 

Omaha & Savannah, 

The Memphis Avalanche, urging the necessity of com- 
pleting the proposed railroad line from Memphis to the 
Pacific says: “ Within a few days it has transpired that 
“the Union Pacific Railroad Company, with the 
“view of choking off the proposed Southern route to 
“the slopes, have concluded to build an air line from 
“Omaha to and through Kansas City, Springfield, Mem- 
“ phis, Holly Springs, Okolola, and Selma, and thence 
“across to Savannah and down tothe Gulf. The scheme 
“takes in the proposed Kansas City, Springfield & Mem- 
“ phis, the Memphis & Selma and the Savannah & Mem- 
“phis railroads. This is no rumor, nor creation of the 
“imagination; it is fact; and Nathan Adams will not 
“deny that he has been offered, if he has not accepted, 
“the Presidency of the enterprise. The fact is one that 
“should arouse our people to a sense of their danger. 
“What the Union Pacific Railroad wants, it has the 
“means to accomplish, and will perform.” 

Fort Wayne & Pacific, 

To aid in the construction of a road of this name, Ful- 
ton county, Ind., voted this week to subscribe $60,000. 
The route is from Fort Wayne westward through 
Rochester. It is proposed to begin work in June. 
Lafayette, Bioomington & Mississippi. 

The contract for grading and bridging the entire line 
from Bloomington to the Indiana line, was awarded to 
Thomas Snell, of Clinton, Ill., and Abner Taylor, of Chi- 
cago, on the 19th inst. The price for grading is fixed at 
20% cents per yard, and for bridging, $52.75 per thou- 
sand feet, board measure. The work was let last fall to 
Howard & Weston, with whom the company has had 
difficulty. 

Chicago, Cincinnati & Louisville 

The bonds of this road, which extends from Laporte 
to Peru, Ind., 73 miles, have been issued to the amount 
of $1,000,000, and are effered in New York. It is pro- 
posed to extend the line this season to New Buffalo or 
Michigan City. 

New Albany & St. Louis 'Air Line. 

The first work on this line was commenced at New 
Albany, Ind., on the 19th inst. The line is to run 
through Mt. Carmel, Ill, on the Wabash river, some 
thirty miles below Vincennes. A. Bradley is President. 
Springfield & Ohio Southeastern, 

A grand excursion of the leading men of Springfield 
passed over this road, from Springfield to Pana, on the 
13th, in a new train. From a report in the State Journal 
we learn that the company’s line, when completed, will 
extend from Beardstown, on the Illinois river, southeast 
to Shawneetown, a distance of about 215 miles, all of 
which is under contract. The section in operation be- 
tween Springtield and Pana is forty mileslong. For the 
extension from Springfield southwest to Beardstown, 
Sangamon county, has voted $50,000; Springfield town- 
ship, $50,000; and Cartwright township, $20,000, mak- 
ing $120,000 in bonds. Cass county has also voted $100,- 
000 for the same purpose. The road bed is nearly com- 
plete from Edgewood, on the Chicago branch of the Illi- 
nois Central, to the south line of Wayne county, a dis- 
tance of about fifty-five miles. The work of track-laying 
was commenced about the ist of March, at Flora, the 
crossing of the Ohio & Mississippi Railroad. and thirty 
miles is now completed. It is expected that the track 
will be laid on the fifty-five miles from Edgewood to the 
south line of Wayne county by the ist of June. 

The following are the directors of the company : 

Alex. Starne, Chas. W Mathena, John W. Priest, Geo. 
N. Black, Springfield, Il. ; D. D. Shumway, Taylorville, 
Ill.; Wm. P. Cutler, Cincinnati, Ohio; Wm. B. Wilson, 
Flora, Ill.; Wm. H. Hanna, Louisville, Ill.; Chas. A. 
Beecher, Wm. H. Robinson, Edward Bonham, Fairfield, 
Til.; Chas. C. Carroll, Thos. R. Ridgeway, Shawnee- 
town, Dl 

President, Thomas S. Ridgeway; Vice-President, 
Chas. A. Beecher; Treasurer, Wm. P. Cutler; Scretary, 
Geo. N. Black; General Superintendent, F. Dodge; 
General Ticket and Freight Agent, John Foggett; Pur- 
chasing Agent, Maj. E. C. Dawes. 

There are now two passenger trains each way daily 
over this road between Springfield and Pana. 





NAVIGATION. 


—The Sheboygan Herald learns that the Northern 
Transportation Company is to run the steamers of their 
line into Sheboygan harbor, daily, during the season of 
1870. A boatis to connect each day, going east, with 
the morning train from Fond du Lac; and another, going 





.manufacturers during the past three years. 





south, will leave after the arrival ofthe evening train 
from Fond du Lac and way stations. 

This connects Sheboygan with all the eastern lake 
ports. Boats of this line leave Ogdensburg, Oswego, 
Cleveland, Toledo, Detroit and Grand Hayen each day, 
making close connections with all railroad lines termi- 
nating at these ports. 


—From the Oshkosh Times we learn the following con- 
cerning the navigation of Lake Winnebago and its trib- 
utaries the coming season. The steamers Tigress, North- 
western, and Energy will run on Wolf river between 
Oshkosh and New London. The steamer Island City 
will run between Calumet on the east side of Lake Win- 
nebago to Menasha, at its north end, touching at Osh- 
kosh. The Berlin City, E. P. Weston and Economy will 
run on Fox River, the Berlin between Oshkosh and 
Berlin, the Weston between Berlin and Packwaukee, 
and the Economy in the grain and lumber conveying 
trade. The Lumberman will run in connection with the 
Sheboygan & Fond du Lac Railroad between Fon du Lac 
and Oshkosh, touching at Calumet. There will be five 
tugs on the lake. The Green Bay and Oshkosh steamers 
Winnebago, Brooklyn and Portage are undergoing 
repairs at Kaukauna. 





MECHANICS AND ENCINEERING. 


Russian Rolling Stock. 

A return has been published of the rolling stock which 
has been obtained for the Russian railways from foreign 
The total 
number of locomotives furnished during this period was 
1,203, from 15 different factories. The principal'of these is 
that of Schneider & Co., of Creuzot, which supplied 229 
locomotives. Herr Borsig sent 217, and Kail & Co. 183. 
The number of goods and passenger carriages was 15,- 
915 of the former. and 1,214 of the latter. The average 
cost of each of the locomotives was £2,500, of each pas- 
senger carriage £300, and of each goods wagon £130. 
Bridge over the Dnieper. 

A railway bridge which has just been completed over 
the Dnieper, near Kiew, is one of the greatest works of 
the kind in the world, and the longest in Europe. It 
consists of 12 arches, and is 3,503 feet in length. Captain 
von Struve, who built the bridge, has been promoted to 
the rank of Colonel by his Imperial Majesty, on the 
recommendation of the Minister of Public Works. 

Trial of a Fairlie Engine, 

Engineering gives the following description of a Fairlie 
engine and its trial trip on a Welsh railroad : 

“Her cylinders are 10 ft.; each boiler is 9 ft. long, and 
2 ft. 1 in. diameter inside, and contains 168 tubes; the 
firebox is 5 ft. long; the wheel base is 5 ft. and the 
diameter of the wheel 8 ft. 6 in.; length of tube 18 in.; 
and length of engine 33 ft. "The trial trip was made on 
Wednesday, on the line from Pembrey to Portyberem, a 
distance of 1i miles. The weight of the train was 150 
tons 17 cwt., and of the engine 23 tons 10 cwt., making a 
total of 174 tons 7 cwt... The engine started from a state 
of rest at the bottom of an incline of 1 in 86, and 14 
chains long. This sheailed to ascend at first, owing to 
the slippery state of thé rails, but a little sand bein 


ap- 
plied she went up easily. She pushed on very well for 
8 miles 34 chains, which is a continually rising gradient. 


The distance was traversed between 12.28, the time of 
starting, and 12.49. At this point of the line there is an 
incline of 1 in 45, which she failed to ascend with three 
attempts; the pressure Wasthen raised to 160 tb., 48 tons 
8 ewt. were taken off, and she ascended the incline 
easily. The coal used was said to.be small and choked 
the tubes. She was considered by a number of practical 
gentlemen who were present to be equal to a load of 120 
tons up an incline of 1 in 45, and will probably go from 
17 to 20 miles an hour. She rode very smoothly, and the 
trial was declared to be very satisfactory.” 

The New Thames Tunnel, 

The new tunnel under the Thames in London, called 
the “ Tower Subway” was opened for business on the 
ist inst. The capital subscribed for its construction was 
£16,000 and it cost £14,100. The Chairman estimates 
that an average of 6,000 passengers will go through it 
daily, in which case the yearly receipts will nearly equal 
the whole capital subscribed. The work was completed 
within fifteen months from the time it was begun. 

Large Engine. 

Mr. Samuel F. Allen, formerly Master Mechanic of 
the New York Central Railroad and later of the Chicago, 
Rock Island & Pacific road, lately superintended the 
construction, at the Richards Iron Works in this city, of 
a mammoth stationary engine designed for the rolling 
mill at Joliet. Its capacity is over two hundred horse- 
power, and the fly-wheel alone weighs twenty-seven 
tons. 

The Proposed Channel Tunnel. 

Engineering says of the projects to build a tunnel 
under the English Channel: “The further the subject 
“is considered, by those well qualified to consider it, the 
“more irresistible is the conclusion that from beginning 
“to end it must be a speculation, an engineering game 
“played in the dark with a stake of some 15,000,0002. or 
“thereabouts.” The London Railway News describes as 
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follows a plan proposed by Mr. Thomas Page in a paper 
read before the Society of Arts. 

“Mr. Page proposes to sink vertical iron shafts in the 
channel between Dover and Calais’ at distances of two 
miles apart. These shafts are to consist of an outer and 
inner case; they are to be sunk, and will, when placed 
in position, settle by means of their own weight to the 
required depth, when the enclosed space is to be pumped 
out and filled with concrete. These shafts are to be con- 
nected with each other by a series of gigantic tubes, each 
a quarter of a mile in length, to be sunk in the required 
position, and joined and bolted by divers so as to form a 
continuous watertight communication, which may be 
completed and pumped out independently between any 
two of the vertical shafts. The iron subway thus formed 
will allow of two lines of rails, and can be worked either 
with a stationary engine or a locomotive. Mr. Page pro- 
poses a modification of the ordinary dress, done, and per- 
mit of working at a greater depth. The bed of the Chan- 
nel is to be dredged to receive the tube.” 

Terre Haute & Indianapolis Shops. 

Thg Terre Haute Railroad Company are building an 
immense new round house at Indianapolis, on the lot be- 
tween the railroad and the old cemetery. Itis to be two 
hundred feet in diameter, and contains stalls for twenty 
engines. The brick work will be twenty feet high all 
around, and the roof will slope to a height of sixty feet. 
It will be surmounted by an immense lantern and re- 
flector for the purpose of lighting it. It will take the 
place of the one now used, which is to be torn down, and 
in its stead the machine shops are to be extended. The 
new building will be ready for oocupancy by the Fourth 
of July. 





PERSONAL. 


—Hon. Charles C. Harris, United States Minister to 
the Sandwich Islands (Honolulu), is a brother of Robert 
Harris, General Superintendent of the Chicago, Burling- 
ton & Quincy Railroad. 





—Richard Coe, of Philadelphia, has been arrested on 
the charge of embezzling about $40,000 from the Shamo- 
kin & Trevorton Railroad Company, the Mahanoy Val- 
ley Railroad Company, the East Mahanoy Railroad Com- 
pany, the Mahanoy & Broad Mountain Railroad Com- 
pany, and the Colebrookdale Railroad Company, of each 
of which he was Treasurer. 

—The Richmond (Va.) Haqguirer complains of the high 
salaries paid to railroad managers in that State by roads 
which pay no dividends to their stockholders. It says 
Colonel Buford, on one line, receives $8,000 or $10,000 
per annum, and General Mahone, on another, receives 
$18,000 or $20,000 of annual salary. 

—C. G. Atwood, formerly conductor on the Toledo, 
Wabash & Western railway, has purchased the Gales- 
burg Liberal, and changed the name to the Republican. 

—Speaking of the New York Underground Railroad, 
Engineering says: “It is probable that Mr. E. 8. Ches- 
“brough, the City Engineer of Chicago, whose reputa- 
“tion is so well established in the States, and also in 
“ England, will undertake the active superintendence of 
“the works. Itis satisfactory to know that the New 
“ York Metropolitan Railway, that is to be, has been 
“placed in hands thoroughly qualified to carry out so 
“ great an undertaking.” 

—aA party of the stockholders of the Cincinnati, Ham- 
ilton & Dayton Railroad Company is making an effort 
to displace the present President, 8. 8. L’Hommedieu, 
who has held that position for twenty-two years. Mr. 
L’Hommedieu publishes a long letter defending his man- 
agement. He was for twenty-one years at the head of 
the Cincinnati Gazette. 

—J. K. Hornish is Superintendent of the Nebraska 
Division of the Burlington & Southwestern, not of the 
Burlington & Missouri River, as was incorrectly stated 
a few weeks ago. His headquarters are at Rulo, Neb. 








ELECTIONS AND APPOINTMENTS. 


—At a late meeting of the Board of Directors of the 
Kansas City, Burlington & Santa Fe Railroad Company 
the following officers were elected; President, W. H. 
Schofield; Vice-President, Edwin Tucker; Secretary, J. 
M. Rankin; Treasurer, Job Throckmorton. 

Mr. Edgerton, Chief Engineer of the Kansas City & 
Santa Fe Railrcad, has been engaged to make the survey 
from Ottawa to Burlington on the proposed route. 

—The election for a new Board of Directors of the 
Dubuque & Minnesota Railroad Company, resulted in 
the choice of H. L. Stout, J. A. Romberg, Wm. Andrew, 
John D. Bush, and J. M. Griffith, of Dubuque; J. H. 
Merrill, of McGregor, and 8. T. Woodward, of Elkader. 
It is expected that the work of constructing the road 
will be prosecuted vigorously. 

—Allen Potter, of Kalamazoo, has been chosen Presi- 
dent of the Kalamazoo & South Haven Railroad Compa- 
ny, to fill the vacancy occasioned by the death of Mr. 
Walter. 


—George E. Griffith has been elected President, and 








B. F. Allen Vice-President of the Des Moines, Indianola 
& Missouri Railroad. This road is the Iowa end of the 
Chillicothe & Des Moines Railroad. 

—At the annual meeting of the stockholders of the 
Cincinnati, Richmond & Fort Wayne Railroad, the fol- 
lowing Board of Directors was elected for the ensuing 
year: A. F. Scott, J. H. Moorman, Elwood Patterson, 
William Parry, James M. Starr, Asahel Stone, Win- 
chester; Arthur McKerr, Ridgeville; David Studyba- 
ker, and David Crabbs, Decatur; Maurice Cody, Fort 
Wayne. After the meeting of the stockholders, the 
Board elected the following officers: President, William 
Parry ; Vice-President, A. F. Scott; Treasurer, J. H. 
Moorman ; Secretary, C. C. Binkley. 


—A_ general notice issued from the office of the Pitts- 





] ; , 
| —The advices from Frankfort state that the subscrip- 


tion for $5,000,000 mortgage bonds of the Oregon & Cal- 
ifornia Railroad at 724g, has been successful, and that 
$2,000,000 of the Port Royal (8. C.) & Augusta Railroad 
are now advertised at 734g per cent. At the same time, 
it is reported that agents have already arrived in Europe 
to procure the sale of $1,000,000 bonds of the projected 
Northern Pacific Railroad, of which a sum of $1,000,000 
| has been taken “firm” by the concoctors to cover ex- 
| penses, while the rest is an option. “ This,” it is assert- 
| ed, “will be strenuously resisted from all sides, and open 
| the eyes of the Prussian’ Government as to the danger of 
| allowing parties in America to explore this country in 
| their private interest, without offering any guarantee as 
| to the fulfillment of their liabilities.” ‘ 





burgh, Cincinnati & St. Louis Railway Company on the } —Though it has been widely published that the Mil- 


1st inst., announces the following appointments: 

“S. F. Scull, First Auditor, offifice at Colum- 
“bus, Ohio, to have immediate charge of all 
“accounts relating to the revenues and earnings of the 
“Pittsburgh, Cincinnati & St. Louis Railway, and its 
“leased roads.” 

“D. E. Hervey, Second Auditor, office at Columbus, 
“ Ohio, to have immediate charge of all accounts relating 
“to disbursements and expenses on the line of the Pitts- 
“burgh, Cincinnati & St. Louis Railway, and its leased 
“ roads.” 

“ All communications in their respective departments 
“should be addressed to them as above.” Signed by A. 
J. McMcDowell, Comptroller. 








TRAFFIC AND EARNINGS. 





—The earnings of the Grand Trunk Railway of Cana- 


da 1,377 miles, for the month ending March 26, were : 





£27,300 
«24,800 
DUAN GID DUR OIIID: 00 0n00svesenedcesesisiacsévass £2,500 

—Tbe river steamer Phil. Sheridan arrived at La 
Crosse on the 9th inst, with a cargo of about 750 tons, 
from Pittsburgh. The La Crosse Republican says: “The 
“freight from Pittsburgh to La Crosse is now about 50 
“cents per 100 pounds for first-class freight. Glassware 
“is rated at 60 cents per 100 pounds. Later in the sea- 
“son the price of freight will be reduced ; but the present 
“rates are about the same as are gold between Milwau- 
“kee or Chicago and La Crosse.” 





MISCELLANEOUS. 


—The Galveston News says of the connections between 
St. Paul and New Orleans: “From New Orleans to 
“Memphis 430 miles of railroad are in operation; from 
“Memphis to Pilot Knob 105 miles are to be built; from 
“ Pilot Knob to St. Louis 87 miles are in operation ; from 
“§t. Louis to Bloomfield, lowa, 357 miles are in opera- 
“tion; from Bloomfield, to Marshalltown, Iowa, 91 miles 
“are being built; from Marshalltown to Ackley, 45 miles 
“are in operation; from Ackley to Austin, Iowa, 84 miles 
“are being built; from Austin to St. Paul, Minnesota, 
“105 miles are in operation, making 924 miles now in 
“use, and 275 miles in process of construction, and leay- 
“ing a stretch of only 100 miles over which no road is 
“now running or being built. It is said that the year 
“1871 will certainly see the whole line completed; and 
“ passengers may then go from New Orleans to St. Paul 
“in forty-eight hours.” 

—The San Francisco Call says of the effects of rail- 
roads on conimerce : 

“The effects of the completion of the Pacific Railroad 
“on the shipping interests between this and the Eastern 
“ports of the United States are forcibly illustrated by a 
“statement of the amount of freight paid on inward 
“cargoes from other American ports to this city during 
“the first three months of the present and past year. 
“During January, February and March of last year the 
“amount was over one million three hundred and twenty- 
“five thousand dollars. During the corresponding 
“months of the present year a few hundred dollars short 
“ of six hundred and forty thousand only, a falling off of 
“more than one-half. This statement will probably sur- 
“prise the gencral reader, although of course our mer- 
“cantile men are posted.” : 

—A sharp lesson was administered to railway servants 
in a trial at the Kildare Assizes. John Hoey, a guard on 
Great Southern & Western Railway, was convicted of 
having caused the death of a porter named Walsh at 
Newbridge in July last. It was proved that the deceased 
went between the carriages to secure the couplings, and 
the prisoner, without giving him proper -warning or see- 
ing that all was right, as it was his duty to do, had the 
train set in motion, and the man was instantly killed. 
The jury accompanied their finding with a strong recom- 
mendation which the Chief Baron complied with, and 
sentenced the prisoner to two months’ imprisonment.— 


Enginecring. 





waukee & St. Paul Company has purchased the Hastings 
& Dakota road, no official announcement to that effect 
has been made. 


REGISTER OF EARNINGS. 








FOR THE FIRST WEEK OF APRIL. 
Chicago & Northwestern, 1869 (1,157 = nececcococccess $23 »,684 
= - Tk a ae eeoegeerery 199,950 
Decrease (15 per Comt.)...0..0...ccccccescccccccccccecs $35,784 
Milwaukee & St Paul, 1870 (936 miles),.................005 $98,018 
“ “ 1869 ( FF Reativiencasbebesaen 89,100 
Umcreass COO POT COME)... 00cccccrcccccocccccsccccce aia $8,918 
| Lake Shore & Michigan Southern, 1869 (864 miles).......... $267,062 
| “ “ “ 1870 (864) oc... 258,880 
| Decrease (4% per Cent.)..........ceccacccssececess $11,238 
| Toledo, Wabash & Western, 1869 (821 miles)............... $40,686, 
| “ “ “ SPE, Dedksacbecaesadn 36 221 
| ee eee ere ne $4 365 

| FOR THE SECOND WEEK OF APRIL. 
Michigan Central, 1869 (329 -— oS oceccesovecsosceeceee $03,864 83 
| * = 1870 ( TP Poccccceceasoocecscececse 86,673 25 
| Decrease ( 7% por Cont.).....cccocccscscccsccccccves $7,291 68 
| Chicago & Northwestern, 1869 (1,157 miles)............. $274,769 
es “ 1870 (1,187 ** )... 211,958 
Desens GION POF SORE.) oo de. cccvcccccescoscccccesess $62,811 





sRunning Locomotives a Mile a Minute. 


Mr. Walter 8. Phelps writes as follows from Muncie, 
Ind., to the Scientific American : 


I observe in your issue, of February 26, C. P. L., of 
Minnesota, asks, “Are railroad locomotives with 614 
feet drivers capable of exhausting fast enough to allow 
them to run at the rate of one mile a minute ?” 

I answer this question—with conditions, “ Yes.” Those 
conditions being several in number, I will not enumerate 
all, but the principal ones. 

ist. The size and weight of train, etc., 

2d. Gradients, and state of rail, wind, and weather. 

3d. Capacity of boiler for generating desired amount 
of steam. 

4th. A proper proportion of area of passages or parts 
of cylinder and woncles to exhaust, for free ingress and 
egress of steam before and after using. 

5th. A good valve motion to use steam expansively 
and to the best advantage previous to link motion. 

Various devices were used to work steam expansively, 
and among those first were the variable cut-off, etc. I 
once ran an engine (the Samson) on the Great Western 
Railway, of Canada, from Lynden station to London, 61 
miles in one hour and twenty-five minutes. 

The train of circumstances occurred thus: The accom- 
modation west, Patterson Hall, engineer, with engine 
“Firefly,” ran off track at Lynden, when the engine 
| “Samson,” cylinders 16 by 22,6 ft. 2 in. wheels, when 
new was ordered to relief, and at 12:15 p. m. left with 
two passenger cars and one box car for London, made 
nine actual stops, and slacked up once at Smith Creek 
Bridge, at Harrisburgh, and Paris,changed baggage, ctc., 
on the branch of cross roads, and arrived in London at 
1:40 p. m. being one hour and twenty-flve minutes on 
the pomaer. 

Mr. Brodie, late (if not the present) station master of 
London, was conductor, D. McCarthy, fireman, and the 
train was run at the solicitation of Assistant Superin- 
tendent E. 8. G. Colpoys, late of the Great Indian Rail- 
way, Calcutta. At one station (Beachiville) the train was 
run by, a distance equal the length of it, and backed up 
for passengers, and the delays at stations occupied about 
fifteen minutes; besides, nine miles of the distance was 
up a heavy grade, and consumed 1344 minutes. 


| 








The West India and Panama Cable. 


The West India & Panama cable has been completed, 
and the cable fleet, comprising the steamers Suffolk and 
Dacie, with the cable on board, and accompanied by 
several transports, has already sailed from England to 
rendezvous at the Island of Jamaica. 

Sir Charles Bright, the well known and talented 
electrician and engineer under whose supervision both 
the cables of the International Ocean Telegraph Com- 
pany (connecting this country with the Island of Cuba) 
were laid, is the chief engineer of this enterprise, and 
will personally superintend the laying of the cables. 
He arrived here on the steamer Java, from Liverpool, 
on Wednesday of last week, accompanied by William 
Walsh, Esq., the Secretary of the West India & Panama 
Cable Company. They sailed on Thursday last in the 
steamer Columbia for Havana en route to meet the cable 
fleet on its arrival. It is expected to have these im- 
portaut cables laid and the line in operation by the first 
of June next.—Zhe Telegrapher. 
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Editorial Announcements. 





Correspondence.— We cordially invite the co-operation of the 
Railroad Public in affording us the material for a thorough 
and worthy Railroad paper. Railroad news, annual reports, 
notices of appointments, resignations, etc., and information 
concerning improvements will be gratefully received. We make 
it our business to inform the public concerning the progress of 
new lines, and are always glad to receive news of them. 


Articles.—We desire articles relating to railroads, and, if 
acceptable, will pay liberally for them. Articles concerning 
railroad management, engineering, rolling stock and machinery, 
by men practically acquainted with these subjects, are especially 
desired. 


Inventions.— Those who wish to make their inventions known to 
railroad men can have them fully described in the RAILROAD 
Gazette, if not previously published, FREE OF CHARGE. 
They are invited to send us drawings or models and specifica- 
tions. When engravings are necessary the inventor is expected 
to furnish his own engravings or to pay for them. 
tay" Our Prospectus and Business Notices will be found 

on the last page. 

WARMING AND VENTILATION OF RAILROAD 





The “coming man,” in say a thousand years from now, 
will probably feel more or less compassion for the travel- 
ers of the present day, when it is related to him, that it 
was the constant practice, in our existing state of im- 
mature civilization, to crowd from forty to sixty people 
of all conditions of life into a railroad car of about 3,600 
cubie feet of atmospheric capacity, and then close up, 
almost hermetically, every crevice through which fresh 
air could enter or escape. Add to this narrative, the 
fact that our cars are provided with a stove or two, 
usually kept red-hot in cold weather—than which fewer 
better consumers and absorbents of oxygen could be 
devised—and our fature philosopher will not be surprised 
that we grew faint and exhausted by our journeys. 

It is no uncommon experience in traveling to find 
cars in which every provision for ventilation has been 
disregarded, either by an entire absence of all appliances 
for that purpose, or—which is more common—a total 
neglect of them, It was the writer’s misfortune only a 
short time ago to be obliged to make a journey in a car 
which was built with a raised roof in which two open- 
ings at the back end were the unly ones which could be 
opened and used for ventilation; all, the others were 
fastened, The result was, that as the car gradually be- 


came filled with people, a peculiar stale odor “made itself 


observed”—a sort of unsavory smell, at first analogous to 
the taste of food without salt, but gradually changing to 
a positive stench, made up of a mixture of tobacco, 
whiskey and personal exhalations. We appealed to the 
conductor, but the ventilators were fastened so that en- 
durance or opening the windows were the only alter- 
natives. We tried the latter, but the keen frosty air soon 
warned us of the danger of taking cold. We give this 
experience, not because it is exceptional, or in any way 
remarkable, but only as being one of many similar in- 


stances it has been our misfortune to be obliged to endure 
recently. To counsel lawlessness is always unwise; but 
certainly a traveler with weak lungs, or gifted with 
a keen sense of smell, (the latter nearly always goes with 
the former), would be justified under the circumstances 
in smashing one or more of the windows in the roof, in 
order toadmit fresh air. It is not surprising that breath- 
ing such an atmosphere should produce a feeling of de- 
pression, or irritability, or faintness, leaving a sense of 
fatigue and weariness the following day. What és sur- 
prising, however, is the stoicism, indifference or uncon- 
sciousness with which the great majority will endure 
such unwholesome discomfort. The fact that the cor- 
ruption is invisible seems generally to allay all suspicion 
of its impurity. Usually the only ideas held on the sub- 
ject of ventilation are, that when a car is too hot, venti- 
Plators may be open, but that it is wilful affectation or ob- 
stinacy for any one to insist that fresh air is necessary, if 
the car is not too warm. 

The want of knowledge of the first principles of ven- 
tilation, even amongst some of those who design, 
construct and have the care of buildings and cars, is often 
surprising, and always—considering the importance of 
the subject—lamentable. We are aware that the difficul- 
ties of meeting all the conditions required in both 
warming and ventilating a car perfectly are greater than 
might at first sight be supposed, but a knowledge of the 
principles involved and the difficulties in the way of 
putting them into practice will be a great step gained. 

The fundamental law in ventilation is, that not only 
must the foul air be exhausted, but an abundant supply 
of that which is pure must be admitted. It is a common 
error to suppose that to ventilate a car, or any other 
apartment, it is necessary only to give the impure air the 
means to escape, which is like drawing cider from a 
barrel, without giving a vent at the bung. Such ventila- 
tors as Creamer’s, with a movable door or wing, are very 
well adapted for exhausting the bad air; but they fur- 
nish no provision for the fresh air to enter, and it can 
only do so through the crevices and the occasional open- 
ing of the doors or windows. The workmanship of the 
best cars is now so perfect as to make them almost air 
tight, so that, paradoxical as it may seem, the better the 
car is built, the worse is the ventilation. Besides, air 
which enters through the crevices is always a cause of 
discomfort to the passengers, as it creates a cold current 
which passes over the person who sits near the door or 
window ; whereas if air was forced into the car and 
warmed before entering by being brought in contact 
with the stove, it would cause a current of warmed air 
to pass outward through the crevices of the window, 
instead of inward. Often the objection which 
made to having the ventilators open is, 

a “draft” of cold air is created, which 
somehow the popular mind has come to regard 
—with more or less justice—as being very delete- 
rious to health. Ifa constant supply of fresh warmed air 
was introduced, its salutary effect would be unconsciously 
diffused through the whole car. Ruttan’s and several 
other systems of ventilation aim, with more or less 
success, to do this; but so far as we know they are all so 
complicated as to require greater care and attention than 
they are likely to receive from the average brakeman. 
Some of the worst ventilated cars we were ever in were 
supplied with Ruttan’s arrangement, in which the fresh 
air flue had been closed by some ignorant or careless em- 
ploye. 

What we wish to call attention to especially is the 
want of some means of warming cars which will intro- 
duce an abundant supply offresh warmed air, and which 
must be so simple that the densest stupidity or the gross- 
est carelessness could not get it out of order. It should 
be so arranged that it will not be‘possible to warm the 
car without introducing fresh air. We are aware that 
there are great difficulties in the way of doing this, but 
we have sufficient confidence in the ingenuity and skill 
of the master mechanics and car builders of our rail- 
roads to believe that if the want is once clearly under- 
stood it will soon be filled, and that some much better or 
simpler means can be devised of ventilating and warming 
cars than those now in use. 

We may revert to this subject again at some future 
time, and describe some of the plans in use; in the mean- 
while, inasmuch as we have often observed that the ven- 


is 
that 





open before starting on their journey, we desire to urge 
upon the superintendents, conductors, and those having 
the care of cars the importance of having all the ven- 
tilators opened as soon as the cars arrive at the end of 
their “ run,” so that they may be well “aired” while un- 
occupied. This will insure the ventilators being open at 
the beginning of their next journey, and once open they 
are not likely to be closed without cause ; whereas if they 
are shut at the start, few passengers have the temerity 
or sufficient aggressiveness to have them opened. A 
peremptory order to the proper employes to open all 








| 


tilators of nearly all the cars we travel in are seldom | 





the ventilators on the arrival of the cars at the end of 
their “run” would add much to the comfort and health 
of many weak-lunged and keen-scented people. 








THE CHICAGO AND NORTHWESTERN. 


The Stockholder, of New York, believes that the recent 
contest for the control of this company has terminated, 
and that the person who now holds the balance of 
power and will dictate the management of the road after 
the June election is Mr. John F. Tracy, President of 
the Chicago, Rock Island & Pacific Company. 

It has been reported several times that Mr. Tracy and 
his friends were buying largely of Northwestern stock, 
but it has not been easy to understand in what way the 
Rock Island Company would be especially benefited by 
owning the Northwestern, which has nearly twice the 
amount of mileage, and for the most part runs through a 
different territory, and competes with the Rock Island 
only at two points—Rock Island and Council Bluffs. 

Such an absorption of the greater by the less—a swal- 
lowing of the whale by Jonah—people have not easily 
believed, yet of course it was by no means impossible. 
It only needed a long purse and pluck. Mr. Tracy’s 
friends certainly have plenty of the latter, and we do not 
know that they have not the former. 

If such is the case we may consider it certain that the 
Milwaukee & St. Paul road will be again a competing 
line with the Northwestern, and that both it and the 
Northwestern will suffer for want of connections which 
are now sufficiently provided by their co-operation. 

The Northwestern would suffer chiefly for want of a 
Minnesota connection by rail, which it needs in order to 
reach the Winona & St. Peter Railroad, and for Minne- 
sota business generally. It would be compelled to de- 
pend upon river steamers running from Fulton in con- 
nection with its Air Line, and submit to the dictations 
of the Milwaukee Company with respect to St. Paul 
passenger business. The “Eastern Connection,” from 
Winona would be comparatively valueless, and necessity 
would probably compel it to build the proposed air-line 
from Madison northwestward. 

The Milwaukee & St. Paul has now a very compact 
system of lines, all of which reach Milwaukee without 
interruption. But, unfortunately for it, Milwaukee is 
not the final destination of the freight and passengers 
which it carries to the lake. These, for the most part, 
go further east, most of the grain by lake, as well as it 
would from any other lake port; but most of the pas- 
sengers and much of the lighter freight must go by rail. 
A fraction of these—not a large one—crosses the lake 
to Grand Haven and thence goes by the Detroit & Mil- 
waukee. But the larger part prefer an al rail route. 
This can only be found by going to Chicago, and the 
only way from Milwaukee to Chicago by rail 
is over the Chicago & Northwestern. Once here, 
three or four lines are anxious to forward its shipments. 
The question is how to get here. As it controls the 
Northwestern’s connections with St. Paul and Minnesota, 
so the Northwestern controls its connections with Chi- 
cago and the East. That an agreement to serve each 





|other would be mutually profitable is doubtless true; 


that such an agreement will be made between rival lines 
is hardly probable; and if made, each line would dis- 
trust the other and feel insecure in its power. 

So we might see the Milwaukee & St. Paul construct- 
ing a new line from the north into Chicago, while the 
Northwestern was pushing an extension towards Minne- 
sota. The latter line is, or soon will be, needed; the 
former, if direct, would be superfluous. One line between 
Chicago and Milwaukee can do four times the business 
that now exists. Of course the construction of new ex- 
tensions would be limited by the ability of the companies, 
and it would seem a bold policy to commence such works 
on a large scale so long as the earnings make no better 
showing than at present. 








The Grand River Valley Railroad. 


This road, which was opened from Jackson to Grand 
Rapids last fall, has been purchased by the Michigan 
Central Company, which aided in its construction, and 
hereafter will be known as the Grand River Valley Di- 
vision of the Michigan Central Railroad. The line has 
been in operation but a few months, but its value has 
been fully proved in that time. It extends through a 
fertile country and has on its line many thriving towns, 
and it connects by a very direct route the plaster beds 
and lumber fields of Western Michigan with Detroit 
and the East. An extension from Grand Rapids north- 
westward a few miles will bring it to Lake Michigan 
and enable it to obtain lumber shipments from all the 
chief milling points on the eastern shore. By this line 
the distance to Detroit from Grand Rapids is shorter 
than by the Detroit & Milwaukee, but of course it is the 
local business which will best support the road. It will 
afford a southern as well as an eastern outlet to the 
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gues ; ; ‘ 
country on its line, through the lines extending from 
Jackson southward, and it is in this direction that a large | 


part of the Michigan pine lumber will find a market. 

The whole length of the line from Jackson to Grand 
Rapids is 95 miles. The chief towns on the route, be- 
tween the termini, are Eaton Rapids, Charlotte (the 
county seat of Eaton county), Vermontville, Hastings 
(the county seat of Barry county), and Middleville. It 
divides diagonally the quadrilateral formed by the De- 
troit & Milwaukee on the north, the Fort Wayne, 
Jackson & Saginaw on the east, the Michigéin Central 
on the south, and the Kalamazoo, Allegan & Grand Rap- 
ids on the west. Under its independent organization, the 
Superintendent of this road was Col. R. H. G. Minty. 
When the Michigan Central took possession, last Mon- 
day, Charles B. Bush was put in charge as Assistant Su- 
perintendent. Mr. Bush has been for twenty-three years 
connected with the Michigan Central, in many different 
capacities, latterly as Traveling Agent in Michigan. His 
headquarters are at Grand Rapids. 











Competition on the New York Lines. 


We had something to say last week of “rumors of 
war.” It now seems certain that war will be declared 
and begun on the Second of May, when the spring and 
summer time tables will be adopted. All parties have 
made arrangements to adopt a schedule very similar to 
that of the north and south shore lines last fall, with one 
train making the trip between New York and Chicago 
in about thirty hours. This train last fall left Chicago 
at 11:30a.m. Itis probable that it will leave a little 
earlier this season, but the time is not absolutely de- 
termined yet. It is intended, however, to make a con- 
nection with the trains arriving on the lines of the 
Chicago & Northwestern. The Fort Wayne Company 
is not acting in concert with the other companies in 
establishing this schedule, but it is probable that its fast 
train will leave at the same time, instead of four o’clock 
in the afternoon as it did last fall. 

The contest is between the north and south shore 
lines and the Pennsylvania route. The latter’s route is 
fifty miles the shortest—by the Allentown line sixty 
miles—but it has much the heaviest grades. The other 
lines claim that their advantages in grades equal its ad- 
vantages in distance, and that, by a fair agreement, trains 
should leave and arrive at New York and Chicago on all 
the lines simultaneously, so that no road could offer as an 
attraction to travelers quicker time than the other two 
routes. .To this the Pennsylvania demurs, claiming that 
its trains can make the distance in two hours less time 
than trains on the other lines. Doubtless other ques- 
tions are connected with this, so that it may be the sum 
of the disagreements, rather than any one in particular, 
which determines the contest. 

It seems strange that the difficulty cannot be settled 
without a conflict, which must necessarily prove costly to 
all parties and after all is not sure to settle anything. 
But the injury will be chiefly to the railroad companies. 
Their roads are in condition to make the fast time pro- 
posed safely and regularly ; and if, as is not improbable, 
a break of rate occurs before the close of the contest, 
stockholders may complain, but not the traveling public. 








The Omaha Transfer. 


The Union Pacific, according to a telegram from 
Council Bluffs dated the 21st, will hereafter receive all 
freight and passengers on the east side of the Missouri 
and make all- transfers across the river with its own 
boats. It can thus provide by one line for the receipts 
from four different roads, which have never been able to 
unite in providing means of transfer. A common tem- 
porary depot near the Council Bluffs bank of the river 
is to be provided until the bridge, now in progress, is 
completed. 








Painting Railroad Cars. 





We give below the rule for 
which is employed by one of the 
way companies in this country. 

3 Coats of lead, 

2 “ “ yrough-stuff. 

Rub with lump pumice and water. 
1 Coat of lead (same as first.) 
2 Coats of body color (dead.) 
1 Coat of varnish color. 
Rub down with ground pumice. 
Letter, stripe, and ornament. 

1 Coat of rubbing varnish. 
Rub down. 

1 Coat of railway body varnish, or 2 coats, where there 
is sufficient time. 


—— railway cars 
argest and finest rail- 


It will be seen that by this process, the car receives é 


eleven or twelve coats. This company is now experi- 
menting with the Permanent W Filling, with a view 
to dispensing with the first three coats of lead.— The Hub. 


Kansas City & Memphis, 
Osceola, Mo., has voted $200,000 and Bates county 
$50,000 to to aid this proposed road, which is receiving 


a good deal of attention and favor in Missouri and Ar- 
kansas. 











TO WHOM IT MAY CONCERN. 


A QuEgR PackaGs.—Mr. R. G. Andrews, the popular Ex- 
press Messenger on the St. Joseph & Council Bluffs Railroad, 
receives, in the course of business, a great many very valu- 
able packages for delivery ; but a day or so ago he received 
one that was rather calculated to startle the nerves of a 
modest, bashful young man. It was nothing more nor less 
than a young lady, just ‘sweet sixteen,” and handsome 
enough to turn the head of any youth whose heart was hot 
already securely lodged in other hands for safe keeping. 

The young lady in question was from Cleveland, Ohio, and 
consigned to Colonel Kief, White Cloud, Kansas. She came 
through all the way by express, and, it is needless to say, re- 
ceived every attention on the road. Our friend Andrews 
probably took a little more care of that package than any he 
has ever handled, and heaved a profound sigh that came from 
the very soles of his boots as he delivered it to the consignee. 
—St. Joseph Gazette. 


LITERARY CurrositiEs.—The ticket agent.of the Missouri 
Pacific Railroad at Sedalia, Mo., has received and furnished 
for publication in the Sedalia Bazoo the following letters. 
The first is not peculiar otherwise than in reckoning ladies, 
like cattle, by the ‘* head :” 

ELKTON, Mo., March 17, 1870. 
Ticket Agent Sedalia Missouri: 

You will please inform me the price per head from Sedalia 
to Chattanooga Tenn.,—all rail, as I want to send some ladies 
to that point. You will confer a favor upon 

Yours Truly 


Tany Co Forsith Mo Feb 20 1870. 

To the general Ticket Agent of the Pasifick Rale Roud At 
sedaly Dear sir I think of going to Californy and want in- 
formation I wanto no what it will Cost for four grone percens 
and tew Children one gowing on ten years old and the other 
gowing twelve years old how much for A threw ticket to sac- 
rmento for the six percens and how much are the hol of the 
party Alowed to Carry how much heft and how many Days 
on the trip and how much frait Alowed beside our provisions 
for the trip the first of may or June will be the time for start- 
ing and how much staging will thare be on the Rout please 
to Answer soon yours Truly 








RaILRoAD REJOICINGS.—A correspondent of the Chetopa 
(Ks.) Advance gives the following description of the scenes at 
Baxter Springs when it was announced that the Border Tier 
road would certainly be built through that place : 

“‘This letter was read to a gathering of the citizens, on 
Weaver’s corner, and the news spread like wildfire over the 
town. ‘What a sight was there, my countrymen.’ 
ately, scenes of wildest revelry began. A prominent city offi- 
cial was drunk within ten minutes. In one hour fifty men 
were drunk. Two hours from the receipt of the news, and 
over 200 men were on the drunken list; the keys of the city 
jail were thrown away, and wild confusion reigned supreme. 
The god Bacchus received as devotees men who had never 
touched a drop in all their life before. 


Not a voice was silent, not a drop was left, 
As on through saloons they hurried ; 

Nary man *c#ved in,’ not one yelled ‘ enough,’ 
Till in revelry's sleep they were buried. 


“ Anvils were fired, bonfires were lighted; fire-crackers, 
pistols, shotguns, yells, and speeches made night hideous with 
unnatural sounds. Pandemonium let loose would have been 
a mere side-show to the rejoicing of Baxter Springs over her 
first railroad. First, say we; for why, it is only the begin- 
ning of a most glorious railroad centre. Tosum the affair up 
in a few words, we'll simply say that we had a big time, and 
any quantity of headaches the next day.” 


Immedi- 


CouLDN’T PLAY IT ON H1tm.—A well-grown youth, bearing 
a package in his hand, entered the telegraph office yesterday 
and demanded that his “plunder” “be instantaneously 
despatched to Burlingame. The lady in charge, in astonish- 
ment, asked if he wanted it sent by telegraph, when he 
promptly responded that he did. She suggested that he had 
better try the express office, when he answered, with the air 
of a man who has cut his eye-teeth, ‘‘ Oh, yer tryin’ to play 
off on me !”’ After some argument on the subject he was con- 
vinced that the “‘ Western Union” was not doing a freight 
pusiness, and went off scratching his head, in order to “ rake 
up” some device for getting that package to Burlingame.— 
Topeka (Kansas) State Record, 


RAILROAD LITERATURE.—A Station Agent on the Kansas 
Pacific Railway has been favored with the following letter, 
which indicates the schoolmaster who has been abroad so 
long has not been patronized so much as he might have been : 

Campoint Adams County Ills. April the 6. 

Dier Sir wen I Bought my Ticket at Salina kansas i did not get 
my Backage Gheeckt the told me the had non but woud Mark 
it and it would be Save I Bout my Ticket to Quincy Ills 
wen com ther my Bagest had not com to the told me de 
would not Reseve ane wiout Checkt wen I com at Lawrens 
my Bagest put in the Care of Lavvinswort Kansas wer it 
moust Stade if you finde anne Trounck not Cheeckt smo! sies 
Liht coller Chamt Smart Buckett wit two Straps over the 
Lid Please and sand it to Campaoint Adams County Ills By 
Eosprass to my name yourse Truly Friend. 








Goodrich’s New Steamer. 





The new steamer Corona, which has just been completed 
for Goodrich’s line at Manitowoc, arrived in this port last 
Thursday. She will be one of the handsomest vessels on the 
lakes when fully completed and equipped, and will add ma- 
terially to the attractions of this popular line. Her officers 
are as follows : Master, Captain N. W. Napier ; First Officer, 
Robert Jones ; First Engineer, W. H. Benny; Clerk, J. R. 
Clark ; Steward. James Gee. 





COUNTERBRACING. 
BY 8. H. SHREVE, C. BE. 

Probably in the practice of foreign and American en- 
gincers there is no point about which they differ more 
widely than that of counterbracing in bridges. Even 
among American engineers there is much variance and 
dispute as to the true purpose of counterbraces. To Mr. ‘ 
Haupt belongs the honor of first teaching that they were 
solely for stiffening the truss, and consequently should 
be of the same section from one end of the bridge to the 
other. This doctrine has many followers, even at the 
present day, but the more intelligent of our engineers 
have seen its fallacy, and in our best bridges, as now con- 
structed, the counterbraces are proportioned to carry a 
part of an uneven load. Still, the effects of the earl 
teaching on the subject are everywhere apparent in their 
proportions, and it is pertinaciously clung to as an Ame- 
rican doctrine, that they must extend to the very end of 
a bridge. 

It is the custom now, to calculate the strains upon a 
bridge under the maximum uniform load, and from them 
to proportion the main-braces and chords. Then the 
load is brought on, panel by panel, and the counterbraces 
are proportioned to carry a certain part of the weight to 
the farther abutment. This certainly gives all the strains 
that can come upon any member of the bridge; but it 
does more—it gives too much. The weight of the bridge 
itself should enter into every calculation, as well for the 
partial as for the maximum loads. 

It is probably too self-evident to need proof, that in the 
same panel a main and a counterbrace cannot act at the 
same time. One only can act, and if the horizontal 
thrusts of the weights on either side the panel balance, 
neither of the braces act. If a truss be divided into an 
uneven number of panels and is uniformly loaded, the 
braces in the centre panel have no action, 

Col. Merrill, in his recent work on Bridges, refers fre- 
quently to “ the counterbalancing of equal weights simi- 
larly situated on symmetrical trusses,” “each balanced 
weight goes undivided to the nearest abutment.” But 
why do equal weights similarly situated counterbalance ? 
Is it not because they produce equal horizontal action? 
Suppose they are not equal weights, is it not possible for 
them to produce equal horizontal action and counter- 
balance by not being similarly situated? Or, suppose 
the weight on one half to be concentrated at its centre of 
gravity, it will still counterbalance the weight on the 
other half, because it still produces the same horizontal 
action. 

Let one-half of a bridge be uniformly loaded with a 
certain weight, and the other half be uniformly loaded 
with a greater weight, and let this be a permanent load ; 
when the braces are arranged to bear this, none of them 
will cross each other, but from the point where the hor- 
izontal strain is greatest they will incline to either abut- 
ment, as in a uniform load they incline from the centre. 
If a bridge be uniformly loaded, as stated before, no 
counterbraces are necessary, and there is no shearing 
strain or vertical force at the centre. Add to this, at one 
end, a load, and the result is that the place of the great- 
est horizontal strain leaves the centre and approaches 
the load, its approach being guided entirely by the 
amount of the load. From this point of the greatest 
horizontal strain the braces must now incline both ways 
to the abutment. In other words, counterbraces are 
needed between the point mentioned and the centre 
only. 

It this uniform load be taken as the weight of the 
bridge, we can easily see how it is affected by the ad- 
vance of a train. Remembering that two braces cannot 
work counter to each other in the same panel, it is evi- 
dent, if we have a weight at one end of a panel acting 
upon the main-brace, that it requires a greater weight at 
the other end to act upon the counierbrace ; for an equal 
weight only neutralizes the vertical force of the first 
weight and produces only a horizontal action; therefore 
the second must exceed the first before it can affect the 
counterbrace. 

Let us now apply this to one of the examples in Col. 
onel Merrill’s work, say the Jones Truss, and use, for 
greater simplicity, only the vertical components of the 
strains. Unloaded, the weight of the bridge produces a 
strain on the main-brace in the second panel, of 60,937.5 
pounds, Bringing the head of the engine to the centre 
of the panel (advancing on the bridge), it is calculated 
that it imposes a strain of 1,100 pounds on the counter- 
brace in this same panel; but this cannot be, for the 
two braces cannot act at the same time. In truth, it 
lessens the weight on the main-brace in this panel by 
1,100 pounds, making it 59,837.5 pounds, increases the 
weight on the first main-brace, affects the other braces 
and draws towards it the point of greatest horizontal 
strain. So far, counterbraces are therefore uscless. The 
same case occurs in the third, fourth, fifth and sixth 
panels, but in the seventh the weight from the engine 
and train that is carried towards the centre, is 21,636 
pounds, while that from the bridge itself on the main- 
brace, is 14,062.6 pounds, and a counter-brace now be- 
comes necessary, but it has only a weight of 7,578.5 to 
sustain. This can easily be proven geographically. 

We need, therefore, in this truss, only two counter- 
braces on either side the centre, and they bear 18,000 
pounds less than they are proportioned for, and there 
are about 7,500 pounds of counter-brace entirely uscless 
in one truss on the Jones plan, as given by Col. Merrill. 
The same misapprehension prevails in regard to the 
other plans, anc probably arisen from never taking 
into consideration the effect of the weight of the bridge 
itself when calculating the effect of a partial load.— Van 
Nostrand’s Engineering Magazine. 











—The following losses were paid during the month of 
March, 1870, by the United States Railroad Conductors’ 
Insurance Association: Mr. W. McDonald, East Tennes- 
see & Georgia Railroad, killed by a train falling through 
a bridge; C.S. Gardner, Atlantic & Great Western, 
whose hand was crushed in coupling cars, and amputated 
in consequence. The premium in both cases was $2,825. 
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Shicago Railroad NBlews. 
Michigan Central & Great Western. 

Although Mr. Muir took a Train Despatcher with him 
when he first took charge of the Great Western, it was 
not possible to give him full control of the trains until about 
three weeks ago. The results since then have been most sat- 
isfactory, and have formed a striking demonstration of the 
advantages of running trains by telegraph. Since the Train 
Dispatcher has had control, no passenger train over the Great 
Western has missed its connections ; and, what was hardly 
ever known before, a train starting an hour and a quarter late 
made up its time, and arrived at the other end of the route 
according to the regular schedule. 





Chicago, Burlington & Quincy. 
The Kansas immigration continues to furnish this road with 
a very heavy through business. A very significant business 
at this time is the heavy demand for tickets to Riverside, the 
daily sales averaging nearly 100 tickets. As the place has now 
only just begun to be, we may imagine what the regular 
travel may be when it is built up. 





Illinois Central. 

The extension of the Cedar Falls & Minnesota Branch of 
the Iowa Division of this road from St. Ansagar to the Min- 
nesota line will probably be accepted from the hands of the 
contractors soon. At present trains run as far north as Mona, 
four miles south of the line and fifteen miles south of Austin. 
It is not probable that the connection with the Milwaukee & 
St. Paul road between the State line and St. Paul will be of 
much value, as, very naturally, the Milwaukee & St. Paul 
Company prefers to take everything eastward over their own 
lines. A company has been formed at St. Paul to provide a 
connection by building a line some distance to the cast of the 
Milwaukee road through Cannon Falls and Mantorville to a 
junction with the Illinois Central’s road near the State line. 
Such a road would at once open a new and independent route 
from Minnesota to Chicago and the East, and establish a 
formidable competition to the Milwaukee & St. Paul and the 
Chicago & Northwestern. If this line is built, the Illinois 
Central will feel more strongly than ever the necessity of a 
short route from Dubuque to Chicago, a need which is likely 
to be supplied by one of two or three lines likely to be put 
under contract soon. 


Chicago & Northwestern. 

A telegram from New York says that it is reported there 
that an effort to introduce a motion in favor of a classifica- 
tion of the Directors of the Northwestern at the meeting last 
Wednesday was defeated. 

The high water on the Mississippi prevents the transfer of 
grain from boats to the railroad. Millions of bushels are 
waiting to come forward, and now that navigation is open 
we may expect it to come rapidly, first from the warehouses 
where it is stored, and afterwards from the farms. 

The directors’ meeting held in New York last Wednesday 
was adjourned until Monday. 

O. Harris is agent at Juneau Station, not Inman Station, as 
these columns had it lately. 

The bridge across the Escanaba river at Escanaba was car- 
ried away by a freshet on the 9th inst., and;that accident has 
delayed somewhat the opening of the Lake Superior route. 
The bridge is now repaired, however, and freight and passen- 
ers are carried through to Marquette witheut delay. 





Personal. 

There has been a large number of prominent railroad men 
in this city during the week, from various places. 

A party of these were officers of the New York Central & 
ILudson River Railroad, who arrived in the city Wednesday 
morning, by way of the Great Western and the Michigan Cen- 
tral. In this party were W. H. Vanderbilt, Vice President ; 
J. Tillinghast, General Superintendent, and Solomon Drullard, 
General Freight Agent of the New York Central, and W. 
Wagner, proprietor ofthe sleeping-car line on that road. T.J. 
Swinyard, the late General Manager ofthe Great Western, was 
also of the party. They spent Wednesday in seeing the sights 
of the city ; Thursday morning a special train took them to 
Milwaukee ; they.returned the same day, and took the 4:45 p. 
m. Atlantic express, on the Lake Shore & Michigan Southern 
Railway, for New York. 

On Wednesday, also, P. B. Groat, General Ticket Agent of 
the Hannibal & St. Joseph Railroad ; A. E. Touzalin, General 
Ticket Agent, and G, C. Morton, General Freight Agent, of 
the Burlington & Missouri River Railroad, were in the city. 
At the same time a party of Pennsylvania Railroad officials 
were here, among them H. W. Gwinner, General Ticket 
Agent, and also 8. F. Scull, late General Ticket Agent, and 


now First Auditor of the Pittsburgh, Cincinnati & St. Louis 
Railway. 





The Opening of Navigation. 


The event of the week is the opening of navigation between 
the upper and lower lakes, several vessels having passed 
through the Straits of Mackinaw, and arrived at the upper 
and lower lake ports. Grain freights open quite low, wheat 
having been taken from Chicago to Buffalo at 51¢ cents per 
bushel. We may soon look for a heavy grain movement from 
the railroads leading westward from Chicago. Just now, 
when roadsare bad, and the farmers are hurried by their spring 
work, ho very great increase can be expected. But there is 
an immense quantity of grain to come forward, ifthe estimates 
made of last season’s crop were not very much too high. It 
is all likely to come forward within a few months. 








We copy from the Chicago Tribune a statement of the dates 
of opening the Straits of Mackinaw for nineteen-years past : 

1852—A pril 30, Lady of the Lake, Captain Rossian, down. 

1853—April 2, Granite State and Mayflower, down. (The 
brig Minnesota, Captain Joseph Napier, from Detroit, was the 
first sail vessel through, arrived at Chicago on the 14th.) 

1854—April 25, Lady of the Lake, down; Forest Queen 
and Globe, up. 

1855—May 1, Saginaw, down. 

‘1856—A pril 28, Wisconsin and Louisville, down. 

1857—April 29, Michigan, down. 

1858—April 6, one of the N. T. Co.’s boats, name not re- 
membered. 

1859—April 4, Prairie State, down. 

1860—April 12, Buckeye, down. 

1861—April 24, Prairie State, Granite State, Ogdensburgh 
and Michigan, down. 

1862—April 18, Prairie State and Empire, down. 

1863—April 19, Maine, Prairie State and Empire, down. 

1864—A pril 22, Maine, City of Boston and Empire, down. 

1865—April 20, Montgomery, up ; Maine, City of Boston 
and Young America, down. 

1866—April 28, Maine, down. 

1867—April 22, City of Boston and Montgomery, down. 

1868—April 19, Lowell and Empire, down; Mont- 
gomery, up. 

1869—A pril 23, 
York, down. 

1870—April 17, City of New York and City of Concord, 
down. 

In a few days, no doubt, the sluggish and tortuous channel 
of St. Mary’s river will yield to the embrace of spring, and 
countless white-winged argosies will soon be seen once more 
upon all our inland seas. 


Young America, Empire and City of New 








THE TRANSPORTATION CONVENTION. 


Letter of Gov. Palmer to the Bloomington Convention— 
Resolutions of the Committee. 








On last Wednesday, the 20th inst., a convention of 
farmers was held in Bloomington, Ill., to consider tle 
subject of the transportation of farm products, and 
adopt such measures as might serve to effect a reduction 
in the rates of freight by railroad. The call was origi- 
nally made by H. C. Wheeler, of Du Page county. J. H. 
Bryant, of Bureau county, acted as President: 

The speeches made upon this occasion were not in 
any way remarkable or suggestive, if the reporters have 
done them justice, but a letter was received from Gov- 
ernor Palmer which will doubtless attract much atten- 
tion and provoke discussion. We are sorry that we have 
not time this week to comment upon it at length. 

The letter is as follows: 

Hon. C. D. Wutine: 

Dear Sir: On inquiring for you this morning, I was 
informed that you had left the city for the Bloomington 
Convention. I regretted not being able to see you be- 
fore you left Springfield, but am glad that you deter- 
mined to attend the convention. I hope the first work 
attempted by the convention to-day, will be to convince 
the people of the State that they have the power to rid 
themselves of the burdens of which they so justly com- 
plain. Iam aware that the most serious difficulty with 
which the people have to contend is the conviction that 
has already taken possession of the public mind, that 
corruption and dishonesty are so wide-spread that the 
money power actually purchases and controls the agents 
the people select, and makes them tools and instruments 
by which popular rights are sacrificed or bartered away. 
I do not undertake to combat this impression, for its cor- 
rection must be left to them; but I will say that whether 
public men now in the possession of the offices of the 
country are corrupt or not, it will be the fault of the peo 
ple themselves if those hereafter selected are so, and the 
people, rejecting all the sophistry by which the real 
questions that concern them are concealed or mystified, 
must hereafter investigate for themselves, and take care 
of their own interests. 

But, to hasten to the real object for which I write to 
you, I have to add that the convention held to-day will 
assert and prepare to maintain that there is no interest 
in this country that is or can be beyond the control of 
the law. The present state of the question between the 
producing interest of the State and the transporting in- 
terest is, that the whole subject of freights and all sub- 
jects that are dependent upon or collateral to this, are 
absolutely under the control of the owners and managers 
of railway lines, and that practically they may and do 
grasp and appropriate to their own use such proportion 
of the value of the products of the farms and workshops 
of the country as they in the exercise of their uncontroll- 
able discretion may determine. The object of the people 
of the State is and must be to overthrow this pretension, 
and to establish the doctrine that freights and all that re- 
lates to the transportation, storage, and sale of the 
products of the industry of the country shall be relieved 
from the arbitrary rule of monopolies, and subjected to 
such regulations as may harmonize with reason and 
justice. The work of the convention which assembles 
to-day is to call the attention of the people to these op- 
posing propositions, and to urge them to support that 
which is more reasonable py just, and also to suggest 
the means by which success may be secured for the 
right. I trust that this convention will itself con- 
sider and call attention to the old fashioned and 
just theory of competition. The canals and river im- 
provements will, I trust, receive a share of the attention 
of the convention, and, fully understanding your views, 
and knowing your zeal in this direction, I do not feel at 
liberty to say more upon that subject, but insist that we 
must create competition on the railroads, and to do this 
break up the monopolies of the carrying business by the 








owners of railways. There is no necessary connection 
between the ownership and management of a railway 
and the business of a common carrier, and there is no 
reason why railways, like rivers and canals, may not be 
free to all carriers of freight and passengers, upon such 
terms as to compensate the owners of railroad property 
for the use of tracks, engines, &c., as may be agreed be- 
tween the parties, or fixed in the manner prescribed by 
law under the power of eminent domain. The General 
Assembly can authorize individuals or associations to 
place machinery and cars upon the railroads of the State 
upon the payment of such compensation as may be 
fixed by the proper tribunal, and in that way, healthy, 
vigorous competition may defeat all the arbitrary regu- 
lations of conventions of ticket and freight agents, and 
leave the growers of beef, and pork, and wheat, and corn, 
a pittance, at least, of their own hard earnings. The 
amendments to the constitution proposed by Mr. Church 
in the convention contemplate the exercise of the power 
adverted to, and will, no doubt, become part of the con- 
stitution. 

] have not time to write more, but remain respectfully, 
ete., Joun M. PALMER. 


The following are the resolutions adopted by the Con- 
vention : 


WueEreEas, All free governments are instituted for the pur- 
pose of securing right, justice and equality of privileges to the 
people ; therefore, 

Resolved, 1, That all legislation chartering railroad and other 
corporations which, by any fair construction can be used to 
oppress any portion of the people by unjust and extortionate 
charges, is to that extent subversive of the end for which the 
Government was established, and is, therefore, null and void, 
and should be so declared by the courts. 

2. That railroad companies are, in their nature, public cor- 
porations, subject to be regulated and controlled by legisla- 
tion, and that this principle should be plainly so declared in 
the organic law. 

3. That the claim of vested rights set up by chartered com- 

anies, by which they assume that the people have trans- 
ferred to said companies any essential portion of their sover- 
eignty, isan assumption which cannot be safely tolerated in 
a free government. 

4. That the practice of the railway companies of delivering 
grain to warehouses owned or operated by private individuals, 
without the consent and against the protest of the grain 
owners and shippers, thereby subjecting them to extortionate 
charges and still more extortionate frauds, is a high-handed 
violation of law and justice, calling for united action on the 
people to repress and punish such unjustifiable acts. 

5. That the tendency of railroad companies to form {combi- 
nations and consolidations, and through .them, by corrupt 
means, to influence legislators, and courts, to further their 
selfish interests and establish more firmly their power, is the 
most threatening political evil of the times, and should be 
met with instant and decided opposition, both in primary as- 
semblies and at the polls. 

6. That water channels are the cheapest fof all known 
methods of transporting freight, and the surest and most 
comprehensive means of controlling railroad charges by com- 
petition, and we, therefore, urge upon the Constitutional 
Convention the propriety of placing no restrictions upon 
the full development of the vast resources of the State of 
Illinois. 

7. That we hereby endorse and adopt as our own the fol- 
lowing resolution recently adopted by the Board of Trade of 
Chicago, viz : 

Resolved, That the delegates to the Constitutional Conven- 
tion are hereby requested in case no more liberal amendment 
can be made to modify that part of the article on canals 
adopted by them which reads as follows: ‘The General As- 
sembly shall never loan the credit of the State, or make ap- 
propriations from the treasury thereof in aid of railroads or 
canals, provided that any surplus earnings of any canal may 
be appropriated for its enlargement or extension,” so as to 
read: ‘* The General Assembly shall never loan the credit of 
thy State, or make appropriations from the treasury thereof 
in aid of railroads and canals, provided that the State may 
loan its credit for an amount of money the interest upon 
which will not exceed the net revenue of the canal and im- 
proved rivers for the enlargement of the Illinois river at or 
near Hennepin, to some point on the Mississippi river, with 
the necessary navigable feeders.”’ 

This convention declares, first, That the present rates of 
taxation and ape meee ae are unreasonable and oppressive, 
and ought to be reduced. Second, That our legal rights to 
transportation and market ought to be clearly set forth and 
defined. Third, That if there be any legal remedy under ex- 
isting laws for the wrongs we suffer, such remedy ought to be 
ascertained and enforeed. Fourth, That if there be no such 
remedy, measures should be taken to secure one by appropri- 
ation. Fifth, That statistics should be collected and publish- 
ed, to show the relation of Northwestern products to the 
rest of the country. Sixth, That nothing can be accomplish- 
ed for the enforcement of our rights and the redress of our 
wrongs, without an efficient organization on the well-known 
principles that give the great corporations such tremendous 
powers. Seventh, That with honest pay for honest labor, 
and compensation commensurate with great service, we can 
secure the assistance and support of the highest order of 
learning, ability, and skill. Wighth, That this convention 
should appoint a commissioner of agricultural and carrying 
statistics, to prepare and publish, with the aid of eminent 
counsel, a report of the products of the Northwest, the rights 
to market and transportation, and the remedies available for 
existing wrongs, the expenses thereof to be defrayed by a 
subscription price for such report. Ninth, That a commis- 
sion of three be appointed by this convention, whose duty it 
shall be to take measures for the organization of town and 
county transportation leagues, and to call a meeting of dele- 
gates from these leagues to form a State league. 


Speeches were made in the Convention, generally in 
support of the Resolutions, by Hon. L. W. Ross, of Ful- 
ton, an ex-member of Congress; Jos. Utley, of Lee 
county ; Hon. J. Merviam, of Tazewell county; Hon. L. 
D. Whitney, and Henry C. Wheeler. 

W. W. Corbett, H. C. Wheeler and John P. Reynolds 
were appointed an Executive Committee, with authority 
ta call another meeting, and H. C. Wheeler was ap- 
pointed Statistician. 





—The Marietta & Cincinnati Railroad has been au- 
thorized to carry goods in bond. This gives a through 
bonded road from Baltimore to Cincinnati, and will 
prove a great convenience to importers. 
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OPERATING EXPENSES OF ENCLISH RAIL- 
ROADS. 


Some very complete statistics on the subject of rail- 
way expenditure are given on another page of the Raii- 
way News, to which the attention of our readers may be 
profitably directed. The figures have been prepared in 
the office of one of the metropolitan railways by direc- 
tion of the General Manager, and they afford the means 
of testing the relative cost of the different leading rail- 
ways of the country. The accounts present some cu- 
rious and suggestive discrepancies respecting which we 
are unable to derive any satisfactory information from 
the reports of the companies themselves. In some cases 
the explanation may be sought in the different forms in 
which the accounts are kept; some have a larger propor- 
tion of single line to maintain than others; some compa- 
nies do not include the shunting and piloting work of the 
engines in the train miles run. Still, however, the re- 
turns show with sufficient clearness the general nature 
of the work done, and the cost at which the leading lines 
of the country are worked. 

If we take the group of the soundest of northern lines, 
we find, for instance, the rate per cent. of the receipts 
expended on the permanent way, which is as nearly as 
possible the same in those cases, varies considerably in 
others, Thus, while the Midland is only 8.50, the Great 
Northern is 8.74, the Sheffield 8.14, the Great Eastern 
8.26, the London & Northwestern 8.97, while the North 
Staffordshire is 10.92. In the case of the southern lines, 
we find the Brighton keeping up its permanent way for 
7.91 per cent. of its receipts, the Southeastern 8.44, while 
the Chatham is 9 83, and the Southwestern 11.62. Com- 
pare these figures of the Southwestern, however, with 
the Metropolitan for the same item, and the result is 
still more extraordinary. The percentage of cost on the 
Metropolitan—a railway which has the largest running 
traffic over its rails of any railway in the country—is 
only 3.11 per cent., or three times less than the cost of 
the Southwestern. 

Again, in the locomotive charges the rates vary con- 
siderably. Strangely enough, the highest on the list is 
the North London, which gives the figures at 17.29; the 
lowest, with two exceptions, is the Metropolitan, which 
figures for only 10.88. Here are two lines closely re- 
sembling each other in the amount of business done, and 

ret we have this extraordinary difference of 7 per cent. 

in the cost of the locomotive working of the line. The 
North London ran 647,705 miles in the half-year, the 
Metropolitan in the same period ran 709,133 miles. Re- 
ducing all the mileage to single line, the Metropolitan 
engines have run over 29 miles of road, and the North 
London 23. They are both, therefore, short lines, both 
have a large amount of passenger traffic, but the one 
costs 12.15d. to work every train mile, while the other 
works it for 9.21d.; one takes 17.29 of the gross receipts 
to pay for its locomotive power, the other takes only 
10.88 per cent. There is only one northern line worked 
at a lower rate than the Metropolitan, and that is the 
Sheffield, the charge being 10.06. The London & North- 
western work at 11.50, the Great Northern 12.79, the 
Great Eastern 13.16, the Midland 14.75. In the southern 
lines, the Southeastern work for 10.22, the Southwestern 
12.09, the Brighton 12.50, and the Chatham 14.90. 

Another of the great items of railway expenditure— 
viz., carriage and wagon expenses,—also presents curious 
anomalies. The Metropolitan is here again far below 
any other line. The North London pays for its carriage 
and wagon expenses 3d. for every train mile run ; the Me- 
tropolitan does the same work for less than 144d. ; the North 
London takes out of its gross receipts 4.31 per cent. for 
this purpose, while the Metropolitan takes only 1.76 per 
cent. Considering the enormous amount of passenger 
traffic upon the line, one would expect to find the wear 
and tear of the carriages at least asmuch upon the North 
London. The reports, however, show that it is only half 
as much. The North Staffordshire expends 4.65 of its 
receipts upon carriages; the Sheffield, 3.62; the Midland, 
8.40; the North Western, 3.97; Great Northern, 4.0; 
Great Eastern, 4.67; South Western, 3.74; Brighton, 
8.46; South Eastern, 2.82; and Chatham, 3.85. here 
must be some extraordinary influences at work which 
prevent the wear and tear of the rails, the locomotives, 
and the carriages on the Metropolitan Railway which are 
not experienced on other lines throughout the country. 
We would suggest that a deputation of railway man- 
agers should wait upon Mr. Parson, to ascertain from 
him the secret by which the life of his rolling stock is so 
well preserved upon his railway. 

The charges for traffic expenses are, we are glad to 
see, also less upon the favoured Metropolitan than upon 
any railway in the country. They figure for 11.41, while 
the North London is 14.76. Of the northern lines, the 
Midland stand for 15.11; Great Eastern, 14.79; North 
Western, 13.67; Great Northern, 13.47; Sheffield, 13.66; 
and North Stafford, 12.65. On the southern lines, the 
Brighton is returned at 13.58; the South Eastern, 13.33; 
the Chatham, 15.84. The South Western is the highest 
on the list, the percentage being being 16.32. 

With the single exception of the Brighton, where the 
figures have been swollen so seriously by the New Cross 
accident, the percentage of gross receipts paid for com- 
pensation was larger upon the Metropolitan than upon 
any other line. The sum paid was equal to about 244d. 
per train mile run (2.19), or equal to 2.57 of the gross 
receipts of the company. The North London was more 
fortunate; it paid only 1.31. The Brighton Company 
makes the exceptional charges of 6.71 per cent. The 
Great Northern percentage was 1.44, North Western 
1.78, and Midland 2.07. The other lines showed a cost 
ranging from 10s. to 15s. per cent. 

In the matter of legal expenses, the Brighton shows 
the highest per centage, the figures being ‘77; next is 
the South Eastern at ‘54, the Great Northern ‘47, the 
Metropolitan ‘40, the lowest in the list being the North 
London, ‘11. 

When we come to make up the totals we find that the 
Metropolitan is alleged to be worked at 39.68 per cent., 
or about 9 per cent. less than the North London, 7 below 
the North Western and North Stafford, 5 below the 
Sheffield, 8 below the Midland and Great Northern, 12 





below the South Western, 15 lower than the Brighton, 6 
lower than the South Kastern, and 16 below the Chatham 
companies. The following are the total percentages of 
working expenses of the lines which we have noticed :— 








Metropolitan.... ‘ : 

Sheffieid........ --44.19 Great Eastern .. 47 R 
South Eastern - 45.32, Brighton.... ... . 61.54 
North Western............... 46.21 South Western. ... soe 51.54 
North Staffordshire..........4623)North London ............... 43.53 


Great Northern ............. 47.10)Chatham ................00 

Onthe three principal Scottish lines the total rate of 
working expenses, including all charges as above, were 
—For the Glasgow & Southwestern 41.80, Caledonian 
47.26, and North British 54.34. 

In connection with these figures, and as affording data 
for further pursuing the investigations into the position 
of the leading railways, we give the following, showing 
the receipts in pence from passengers and goods per 
train mile run: 


Passengers. Goods. me ae Ganga. 





\. d. 

Great Eastern....... 61.51 69.19 Metropolitan........ 67.79 = 13.77 
Great Northern...... 59.14 58.37 Midland............. 45.61 61.37 
Great Western...... 61.21 65.53, Northeastern........5460 75.47 
Lan, & York........ 49.67 88.93/Southeastern........ 8359 106.71 
Brighton............ 69.13 97.82/Caledonian.......... 43.03 59.29 
Northwestern. . 62.14 76.54/Glas. & Southwest’n.52 20 58.67 
Southwestern.......58.81 57.99 North British........ 57.05 56.02 
Sheffield ............37.56 43 


' 








RAILWAYS OF THE FUTURE. 


The following table of statistics, prepared by Mr. G. J. 
Crosbie-Dawson, C, E., for his paper on “The Future 
Prospects of the Civil Engineering Profession at Home 
and Abroad,” which he read before the Civil and Me- 
chanical Engineers’ pe on the 23d March, may 
prove of interest to our readers: : 
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Mr. Crosbie-Dawson, in reviewing the prospects of the 
engineering professions in the various countries, said that 
undoubtedly the greatest possible field for engineers in 
the whole world would be China, if we could only per- 
suade them to let us get “the thin end of the wedge in” 
and make a railway there. The area of the whole Chi- 
nese Empire, comprehending not only China proper, but 
also Manchooria, ‘Mongolia, Turkistan and Thibet, is 
about 5,300,000 square miles. That part of China called 
the Great Plain, occupying the north-east part of the 
country, 2nd extending south as far as the Yang-tse- 
Kiang, is the most densely populated of any part of the 
world of the same size. In an area of 210,000 square 
miles, there is-a population of nearly 200,000,000, or 952 
people per square mile. Belgium, the next most thickly 
populated country, has 440 people per square mile, and 
the United Kingdom of Great Britain and Ireland, 250 
people per square mile. If railways were to be made 
over that part of China in the same proportion as in the 
United Kingdom, that is, one mile of-railway for every 
2,140 people, there would have to be constructed no less 
than 93,458 miles of railways. 








Steamer Lines Between New York and Europe. 





The North German Lloyd Company (Bremen Line) 
has added another weekly vessel to its usual Saturday 
service, so that in future, in addition to the regular Sat- 
urday mail steamship, the company will dispatch a ship 
every Mme It is arranged that the Thursday's 
steamships will convey a United States mail for Great 
Britain and the German States. 

The Hamburg American Packet Company has also re- 
solved to establish a series of extra departures from 
New York, which will be commenced next month; but 
the precise character of which has not yet been deter- 
mined upon. 

The Cunard Line are preparing for a large traffic be- 
tween this country and ious. n addition to the pres 
ent semi-weekly sailings from New York of their splen- 
did vessels on cddentn s and Thursdays, they are ar- 
ranging for three extra departures per month, so that 
during the coming month of May there will be no less 
than eleven departures of the ships of this line from this 
city, and thirteen from Liverpool for New York. No 
company trading upon the Atlantic will have so many 
vessels upon the ocean at one time. 

The National Line will, in the course of the present 
summer, add to their present fleet two of the largest 
steamers ever built (always excepting the Great East- 
ern.) These nificent steamships will be named after 
two a of Europe—“ Holland” and “ Italy.” 

_ The foreign European fleet—already of such magni- 








tude—will, with these arrangements, together with those 
of other companies already in operation and to be com- 
pleted by the first of next month, number a weekly de- 
parture and arrival of fourteen steamships per week, or 
equal to two per day. These ships are the property of 
nine companies, and will in all probability be continued 
during the summer and autumn, for so extensive are the 
preparations for European travel that all the favorite 
steamships are having their best state-rooms engaged 
months before the period of sailing —Boyd's Shipping 
Gazette. 








Ocean Telegraphy. 


The London Times, in an article on Ocean Telegraphy, 
says it is calculated that on an average a commercial 
message consists of 30 words. Sixteen words per minute 
is the rate at which a message can be transmitted and 
received by skillful operators, so that 30 messages can be 
sent inan hour. On account of the differences of time 
between different parts of the earth there can be no di- 
vision of the 24 hours into day and night, and ocean 
cables must be worked continuously by relays of clerks. 
Still, in order to allow for the intervals between the con- 
clusion of one message and the commencement of 
anot.ier, the day is considered to consist only of 20 hours ; 
in which, therefore, 600 messages can be sent or received. 
At the present rate charged across the Atlantic these 600 
messages of 30 words each would bring in a return of 
£2,700 ; and thus, allowing 300 working days in the 
year, a single cable to America might earn a possible 
annual revenue of £710,000. 

The business done already shows that the commerce be- 
tween two centres of activity will pay for telegrams at a 
rate which will not only render the wires very remuner- 
ative property, but must also speedily lead to the adop- 
tion of such lower charges as will enable the system to 
be employed far more generally than it is at present. 
Indeed, when the returns from the lines have paid the 
original cost, and left a reserve fund for repair or re- 
placement, there is no reason why business should not 
be done at exceedingly low rates, and so as to draw to 
the cable ordinary messages of domestic news, now con- 
signed to mails only. The entire length of ocean cables 
laid and in progress, excluding short lines, is 20,961 miles, 
and the capital stock engaged is $6,925,000. 

England is at present dependent on Russia for tele- 
graphic communication with India, and it happens in 
this wise. Russia constructed a line to her army in the 
Caucasus, This cost largely for maintenance, and the 
bright idea occurred that if the line could only be ex- 
tended to India the expense of its maintenance could be 
placed upon the broad shoulders of British commerce, The 
line was then constructed by the English from tlie ter- 
mination of the Russian one, by way of Teheran and 
Tabreez to Bushire, and so through the Persian Gulf to 
Kurrachee. It was agreed that this line should pay a 
royalty of forty per cent. on its receipts for the privilege 
of working through the Russian wires, and the result 
has been not only the dependence of Anglo-Indian tele- 
graphy upon a foreign power, but also that British sub- 
jects have paid for the maintenance of the Russian line 
to the Caucasus, and that the Persian line, thus bur- 
dened, has returned to its British proprietors the modest 
dividend of 1.8 per cent. 

Another Russian military line is across Siberia and 
Tartary, and on to this has been “tailed” a line to 
Poisietta on the Japanese Sea, whereon a company, 
“nominally Danish,” is to lay a cable to Japan and to 
the Chinese ports. So Russia absolutely contrives to 
have the En fish business to China pass over her wires. 
The London 7Zimes does not like this, and so urges the 
completion of ocean lines to take the place of these over- 
land, 








The Substitution of lron for Wooden Sleepers. 


After the present system of sleepers, as compared with 
others, had been the subject of discussion for upward of 
twenty years, it was first urged in 1865, by civil engi- 
neers in Dresden, that the wooden sleepers on the Ger- 
man oes be replaced with iron ones. In conse- 
quence of this recommendation the following railways 
carried out the system of iron substructure: 1, the rail- 
ways of Brunswick; 2, the Rhenish Railway ; 3, the Co- 
logne & Minden Railway ; 4, the Hanoverian State Rail- 
way ; 5, the State Railway of Nassau; 6, the State Rail- 
way of Wurtemberg; 7, the Austrian Southern Rail- 


way. 

On the first of these, two different systems of construc- 
tion were tried. The road-beds consisted partly of fine 
and partly of coarse gravel; and, though daily by 
twenty-five express, passenger, coal, and freight trains, 
they have fulfilled the highest expectations. On the 
State Railway of Wurtemburg, the system of Messrs. 
Koestlen & Battig was tried, on a length of two English 
miles, in October, 1866. As regards the cost of wood and 
iron, they compare as follows, per- one English, or four 
and a half German miles; For iron substructure, 107,926 
florins; for wooden substructure, 107,610 florins—the dif- 
ference of 316 florins being in favor of the wooden sleep- 
ers. However, the cost of annual repair per German - 
mile is, for wooden sleepers, 4,187 florins ; for iron, 1,145; 
one florin being forty cents in gold. This givesa gain in 
favor of the latter of no less than 3,042 florins. 

The Austrian Southern Railway employed old rails for 
the pu 2 in question, at first a short distance only; 
but as the results were exceeding] oe the di- 
rectors have concluded to lay similar sleepers for a great- 
er distance.—Awus des Natur, 1867. 








—A committee of the Cincinnati Board of Trade has 
had a conference with W. G. McCoy, Chairman of the 
General Freight Agents’ Association committee on classi- 
fication of rates. Mr. McCoy said that it was the inten- 
tion of the committee to prepare a re-elassification of 
freights so as to remove the existing grievances as far as 
possible, and invited shippers generally to co-operate in 
fixing a new schedule. 
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PUBLISHER’S ANNOUNCEMENTS. 


Bridge Building. 

This number of the RAILROAD GAZETTE) 
we need not tell our readers, contains illustra 
tions of a beautiful bridge built in the village 
of Carpentersville, township of Dundee, Kane 
county, just north of the town of Dundee, by 
Boyington & Rust of this city. 

Messrs. Boyington & Rust build iron, com- 
posite.and Howe truss, fixed spans and pivot 
railroad and highway bridges ; Depot, Engine 
House and Machine shop roofs; and engine 
turning tables. 

From among the various contracts executed 
the past winter by this firm we will enumerate 
the following : 

Engine house and machine shop roofs at 
Effingham and East St. Louis and nine Howe 
truss bridges for the; St. Louis, Vandalia & 
Terre Haute Railroad; Lllinois River bridge 
at Peru (substructure and_ superstructure), 
consisting of a pivot bridge 310 feet long, 
with iron chords and and an iron turning- 
table, and three fixed spans of iron. They 
now are constructing as follows: The bridges 
for the Burlington, Cedar Rapids & Minneso- 
ta Railroad, the DesMoines Valley Railroad, 
the Belleville & Southern Illinois Railroad, 
the Peoria & Rock Island Railroad, the Pen- 
insular Railway, and the Chicago, Pekin & 
Southwestern Railroad. At Henry and at 
Havana they are bridging the Illinois river 
for highway traffic, in both instances building 
the substructures as well as the superstruc- 
tures. At Henry the superstructures consist 
of four fixed spans euch 150 feet long, and a 
pivot span 290 feet long. 

The fixed spans have iron bottom chords, 
and the pivot span has both chords of iron 
and rests upon an iron turning table. At 
Havana the superstructure is a regular Howe 
truss and consists of two fixed spans, each 
150 feet long, and a pivot span 290 feet long. 

Messrs. Boyington & Rust own steam piling 
machinery and are proprietors of a timber 
vessel, the schooner Jefferson, giving them fa- 
cilities for the economical and rapid execu- 
tion of all work in their line, as bridge-build- 
ers and contractors. 





The Railroad Gazette. 

o many flattering notices of Tue RaIL- 
ROAD GAZETTE have been received this week, 
that we can find room only for a sentence or 
two from part of them. Though altogether 
unsolicited, they have been more flattcring 
than we could have expected. We can only 
say that we shall try to deserve them. 

In this connection we may say to our read- 
ers that the expressions of individual opinion, 
both by letter and by word of mouth, which 
we have received of late from the very best 
critics, ¢. e., the railroad men, have been hearty 
and unanimous in our favor. Practical ex- 
pressions, accompanied by remittances, have 
come to us in great numbers from almost eve- 
ry section of the country. Our faith that a 
railroad paper of a high class would be sus- 
tained by the public, has been entirely con- 
firmed. 

We offer a few notices of the press, in addi- 
tion to those we gave last week: 

“Has always been one of the best papers of 
the country for railroad intelligence.”—New 
York Commercial and Financial Chronicle. 

“« The news is very full, the discussions are 
conducted in good temper and with excellent 
information. To judge by this first number, 
the conductors of the Gazerrs know what 
‘railroading ”’ is, and what a proper weekly 
journal should be.—New York World. 

‘One of our most valuable exchanges.* * * 
Its columns teem with reliable information of 
great benefit to railroad men of every sec- 
tion of the United States.” —Leavenworth Bul- 
letin. 

‘** An excellent Journal for railroad men.”’— 
Mankato (Minn.) Record, 

““An impartial and independent journal, 
valuable to every railroad man.’’—Parkers- 
burg (W. Va.) Times, 

‘Every railroad man reads the GAZETTE.” 
— Bloomington (IU.) Leader. 

** Tt will compare favorably with any simi- 
lar publication, not only in New York or 
Boston, but in London or on the Continent.” 
— Waukegan (IU.) Gazette 

“The best journal of its class in the United 
States.’’—LaCrosse Leader. 

“Well worthy the patronage of all intelli- 
gent railroad men.’’—Kalamazoo Gazette. 

‘*Fullofinformation, scientific and general, 
with regard to railroads all over the country, 
their construction, operation, etc.””—Roches- 
ter Chronicle. 

“Of great interest to railroad men.”— 
Delaware (0.) Gazette. 


‘A most valuable thing to the engineer and 
all railway men, the capitalist, traveler, me- 


chanic and general reader.” 
Y.) Argus 

“Of great interest to railroad men and al- 
most equally so to those who use railroads.” 
—Marshall (Mich.) Statesman. 

“T¢ must prove a very valuable paper to 


Erooklyn, (N. 


railroads.’—New York Globe. 


“A complete repository of railroad news.” 
—Harrisburg (Pa.) Patriot. 





A Blasting Wedge. 





In timbered countries it is often neces- 
sary to split the trunks of trees into rails, 
posts, pickets, puncheons, stakes a 
shingles. Swinging a huge maul to drive 
the rending iron or wooden wedge is hard 
work, even where your log splits readily ; 
but there are many logs that are knotty, 
tough and gnarly to such an extent that it 
seems almost impossible to open them. 
To get rid of these difficulties some inven- 
tive genius has devised a wedge which is 
very appropriately called the “Giant 
Wedge.” It seems calculated to coerce 
knotty logs. It is a sharp, cast-iron wedge, 
with an open slot a few inches above the 
point. As the wedge is driven in, this ar- 
rangement leaves a cavity open to the 
wood fibres on two sides. Through the 
body of the wedge is a minute perforation 
extending to the cavity. When the in- 
strument is driven home, powder is turned 
through this perforation till the cavity is 
filled and the wedge primed. A fuse is at- 
tached, fired, and in a moment your log is 
burst wide open, and your wedge lies 
there to be used again. The invention is 
said to have been very successful thus far. 
—Manufacturers’ Journal. 

C—_ __, 
(Official Publication.) 


ANNUAL STATEMENT 


OF THE 


HOME INSURANCE CO. 


OF CHICAGO, 
In the State of Illinois, on the 31st day of 
Dec., 1869, made to the Auditor of 
Public Accounts of the State of 
Illinois, pursuant to law. 











CAPITAL. 


ASSETS OF TITE COMPANY. 
Value of Real Estate owned by the Com- 
DOT. occ vccsoccsscssccrsvncsessccncses $ 1,000 00 
Loans on Bonds and Mortgages.......... 188,230 00 
Loans on Collateral Security 25,587 53 
Cash on hand and in Bank............... 8,071 17 
Premiums in course of collection and 


LEE SEE 7,621 48 
Office Farniture, etc. ..........0:ccccsces 2,500 00 
Interest accrued, and Stamps on hand... 3,106 91 

Te er $236,117 09 


LIABILITUKS OF THE COMPANY. 
Claims and Losses adjusted and in pro- 

cess of adjustment....... Bn ae $ 1,400 00 
Amount necessary to reinsure all out- 





standing risks........ Ne in a 15,167 10 
Allother debts of the Company,—Sala- 

icinhascndedhabeccenbegsstesacecces 1,758 66 

bo ee 8 18,325 76 


FRED. LETZ, President. 
THOMAS BUCKLEY, Secretary. 


Subscribed and sworn to before me this 26th day 
of January, 1870. Wm. H. Hoven, N. P. 


Home Office, No, 189 Madison-st, 


ANDREW CARNEGIE, { Tuos. M. CARNEGIE 
PRESIDENT. VICE-PRESIDENT. 
ANDREW KLOMAN, GEN. SuP’T. 


THE UNION IRON MILLS, 


Of PITTSBURGH, Pa. 








Sole Manufacturers, under our own Patents, of 


IMPROVED “I” BEAMS, 
CHANNEL BARS, 





Best Quality of 


LOCOMOTIVE & CAR AXLES, 


(““ KLOMAN ” Brand.) 
“Linville & Piper’s Patent’? 


Round and Octagonal HOLLOW 
WROUGHT IRON POSTS, 


—AND— 


“Upset” BRIDGE LINES 


GENERAL WESTERN OFFICE: 
No. 13 Fullerton Block. Dearborn-St., 
CHICAGO, ILLINOIS. 


THE UNION IRON MILLS manufacture all 
sizes of Pipe Iron, Merchant Bar, Forgings, Ham- 
mered and Rolled Locomotive and Car Axles, from 
the very bestiron. Splice Bars (or Fish Plates,) to 
suit all Hatterns of Rails. Bridge Iron and Bolts, 
“TI” Beams, Girder Iron, Channel Iron, &c. 








WALTER KATTE, Western Agent. 


stockholders and those who are interested in | 


and | 


| 


RUFUS BLANCHARD, 


146 Lake St., Chicago, 


Has Issued aNEW STYLE 


MAPS! 


IN FLEXIBLE CASES, 


of 


| 








The follow- 
ing States are now ready: Illinois, lowa, Missouri, 
| Kansas, Nebraska, Minnesota, Wisconsin, Indiana, 
| Michigan and Ohio. Mailable on receipt of 25 
| cents. They show the counties, towns and rail- 
roads and are fine specimens of workmanship. 


THE INTERIOR. 


A New Religious and Family Journal. 


Which are both cheap and convenient. 





CRP IPRs Beinn ccccccssccsscccescced $50,000.00 
TERMS—$2.50 a year ‘in advance. $3 after 90 days. 


Advertising Rates Furnished on Application. 


SEND FOR ALIST OF PREMIUMS. 


Published for the Western Presbyterian Publishing 
Company. 
ARTHUR SWAZEY, HMiitor-in- Chief. 
C. VAN. SANTVOORD, D. D., Assistant Hiitor. 
W. 8. MILLS, Publisher. 

OrricE—Room 5, Monroe Building, corner of 
Clark and Monroe streets, Chicago, Ill. 

The leading paper of Michigan, the Detroit Daily 
Tribune, thus speaks of THE INTERIOR: = + 

‘** We have received the first number of THe In- 
TERIOR, the new Presbyterian paper just established 
at Chicago, and designed to subserve the wants of 





that re-united denomination throughout the great 
and growing West and Northwest. It is a beauti- 
ful specimen of typography and tasteful make-up, 
and abounds in excelient matter for a religious pa- 
per, both useful and entertaining. Its Eastern co- 
temporaries of the same denomination will have to 
look well to their ways, or they will be outstripped 
by this new competitor.” 

The Standard, the principal organ of the Baptist 
Church, says of THE INTERIOR : 

‘* It is a large, handsome, first-class paper in every 
respect. We congratulate our Presbyterian 
brethren of the Northwest in being represented by 
a peer of the best religious journals in the country.” 


THE BEST 


FIRE PROOF SAFE 


IN THE WORLD, 





Is now Manufactured 


IN CHICAGO, 





-BY- 


¢ HERRING & CO, 


40 State STREET. 


The Best Bankers’ Safe 


IN THE WORLD, 
Is Manufacturedin Chicago by Herring & Co. 


The above Bankers’ Safes are lined with the 
Crystalized (or Franklinite) Iron—the only metal 
which cannot be drilled by a Burglar. 

HERRING & CO., 40 State St, 
Manufactory :—Corner 14th St. and Indiana Ave 


WM. U. THWING, 
PATTERN 


-—AND-—— 

Model Maker ! 

Calhoun Place, Rear of No, 120 Dear- 
born Street, Chicago, Third Floor. 


Employing none but the best workmen, and hav- 
ing superior facilities, I am prepared to do the best 
work (using the best materials) at low figures, and 
guarantee satisfaction. Patent Office Models a 
specialty. 














ILLINOIS 


Manufacturing Co., 


479, 481 & 483 STATE ST., CHICAUWO, 


RAILWAY CAR TRIMMINGS, 


| Removable Globe Lanterns. 


O. A. Boaug, Pres, 
A. H. Gunn, See’y. 














Jas. E. Cross, Supt. 
J. M.A. Dew, Ass’t Supt 


| John Blakeley, 


WOOL AND COTTON WASTE, 


For Railroad and Steamboat Use, 


Steam Packing, &c. 


233 Church Street, Philadelphia, Pa. 


SOLE AGENT FOR 


Cleveland Steam Gauge Co. 
HOLT’S PATENT STEAM GAUGES, 
For Locomotive and Stationary Engines, 


Locomotive Spring Balances, Water Gauges and 
Test Pumps. 


L. C. Holmes, 


EMPLOYMENT AGENT. 


Railroad Companies and Contractors 
Supplied with Laborers for Grading 


AND OTHER 


RAILROAD WORK, 


Promptly, and on Short Notice! 


Room 4, No. 167 Washington Street, 
CHICAGO. 








G@. HUBBARD. a. B, CARPENTER 


Gilbert Hubbard & Co. 








Ano 


SHIP CHANDLERS, 


TWINES & CORDAGE. 
205 & 207 S. Water St., 


CHICAGO. 


We would call particular attention of the Trade to 
our stock, as we at all times have the largest and 
best assortment m the West, of 


Cotton and Flax Duck, all Widths, 


DITCHING ROPES, 


m@ANILLA & TARRED ROPE 


Bags, Bagging, Burlaps, Canvas, Cakum, 
Tar, Pitch, Tackle, Blocks, Shains, Coal Tar 


Roofing Pitch, & Felting, 
WIRE ROPE, 


Either IRON or STEEL, for Mining, Hoisting, or 
Ferry purposes. 


TENTS, OF EVERY KIND! 
Wagon Covers, 


Of Plain or Rubber-coated Duck. 


FLAGS! 


Of Silk or aad, 58 tod Army Regulations, con 
an 





stantly on or made to order. 
NWOTIOF! 
— To— 


Railroad Companies and 
Bridge Builders! 


FOR SALE: 
3 Howe Truss Railroad Bridves 
CUMPLETE. 4 
aesertption. Wil De sold at Len one - Fagin 
otherwise, to Room 25. ORIENTAL CONTIN. 





CHICAGO. 
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J. E. FRENCH. W. 8. DODGE. D. W. CROSS. 


Winslow Car Roofing Company. 
PATENT IRON CAR ROOFS. 


Established, 1859. 
No. 211 Superior St. CLEVELAND, O. 


20,000 Cars covered with this Roof! We claim that these 
Rioofs will keep Cars dry, and will last as long as the 
Cars they cover without any extra expense 
after once put on. 
( SEND FoR CircuLaRs. 


Fishers Lock Nut Washer! 

















Over 

















Patented April 19th, 1869, by J. Hyp Fisuer, Chicago, Il. 


A CHEAP, SIMPLE, DURABLE AND PERFECT LOOK, 


To Prevent Nuts from Jarring Loose on Fish Plates, Cars, 


ines, Carriages, Trucks or Machinery of 
any character where Nuts are used 


ufactured by 


FisHEeR c& TACHESON, 
53 La Salle Street, Chicago. 








 —— 
P. 0. Address—Box 5222. EDW'D H. PARDEE. 


Pusey & Pardee, 


74 BROADWAY, NEW YORK. 


American and English Rails, 
LOCOMOTIVES AND CARS, FISH-PLATES, SPIKES, &c. 


—SOLE AGENTS FOR— 


Atkins Brothers’ Pottsville Rolling Mills, and G. 
Buchanan & Co., of London. 
- «fhe pan Bey attentien given to filling orders for small T and STREET RAILS, of every 


~ Geo. O Clarke & Co, 
FIRE & MARINE INSURANCE 


No. 15 Chamber of Commerce. 


CLARKE. 


CHAS. J. PUSEY, 








GEO. C. SAM’L M. NICKERSON. 


AGENTS FOR 
New England Mutual Insurance Co., of Boston, 


ASSETS OVER 81,140,000. 


American Insurance Company, - - of Boston, 


ASSETS OVER $820,000. 


Independent Insurance Company, - of Boston, 


ASSETS OVER $500,000. 


North :American Fire Ins. Co., of New York, 


ASSETS OVER $770, ooo. 


Excelsior Fire Insurance Co.,- - of New York 


ASSETS OVER $340, ooo. 


Fulton Fire Insurance Company, of Hew York, 


ASSETS OVER $810,000.) 


re 





LESCHOT’S PATENT 


DIAMOND POINTED 


Steam Drills ? 


——— FOR = 


Railroad Grading, Well Boring, ing, Prospecting, & 


The spoquciio’ efficienc and ec economy of these DRILLING 
MACHINES are fully established, and they are fast superseding 
all other inventions for ROCK DRILLING. The 
constructed of various sizes and patterns to suit different Ghavers 
od Ms _ being ocepues toc ————s rT Gadcing in pansens : 
oshafting, tunneling, pros! ng and all o +, —- 
aleo to heavy Rail irost-grating a= d Sub-marine Blast They 
operate noislessly without ~ iL, and produce « a Perfectly 
cylindrical hole of uniform diameter. Their usual of boring 
is three to five (8 to 5) inches per minute in Lo + .4 eight to 
ten (8 to 10) inches per minute in slate and sand tock, and 
eighteen to twenty-two .(18 to 22) inches per minute in coal. 
TEST CO. in the form of solid cylinders of rock or mineral 
may be taken at of mines from any "goulorical exceeding one 
thousand (1, 2000) feet—ehowing the geological forma char- 
acter of mineral deposits, &c. These drills never need —P 
ening and no steel is consumed in boring—as the cutting poin's 
(comweces oe rou, ,) are practically indesiructi- 

Boilers, Engines — Pumps, and all necessary tools 
furnished with dri lilustrated circular sent on application. 


. 3 SEVERANCE & HOLT, Man’f’s, 
Office, 1s Wall menses NEW YWoRK. 











‘BAKER’S [UNION TRUST Co., 


OF NEW Dw YORK. 


PATENT 'No. 73 Broadway, oor. Rector St. 


Capital, - 1,000,000. 
fF ar W arm er | All paid in and securely invested. 
INTEREST ALLOWED DEPOSITS, which 


may be drawn at any time. 

This Oo: mpany is by law and by the enter of the 
fr, Court made a legal depository of money, 
It will act as Receiver in cases of tigation take 
A most simple, safe and economical ment oamse < ~ and guarantee the safe keeping of all 

whereby the entire car, and especially the feet of the | ties, and collect coupons and 

passengers are warmed as they sii in their seats. 

It is attached to a car without ay its capaci- 
ty for holding passengers; while the ordinary ar- 
rangements of poaeee take up the room of eight 





~~ Me 
It ie authorized by law to accept and execute all 

| TRUSTS of every ay in reference to both 

| — and personal prehon committed to them by 


assengers. The sa in space is thereby more | any person or © or transferred to them 
than the cost of the ae ne meen by order of any of the Courts of Record, or by any 
It is absolutely net all danger from | Surrogate 
in case of accident to the car. It is especially authorized to act as and 
It is a most substantial and permanent fixture— Transfer agent and as Trustee for the purpose of 
not requiring removal. issuing, registering or countersigning t + Portia 


cates of stock, bonds or other evidences of debt of 
| any corporation, association, municipality, State 
or public authority, and will pay he and divi- 
dends -4 — terms as may upen. 


It requires very much less fue] than any other 


mode. 
mit allows the brakeman on the trip his full time 
to answer the call of the whistle. 

It warms the car AT ALL TIMES, oa does at. a4 
ements, only warm when in 
=: comaton d | the paramount advan’ 8 of emplo: this com- 
It holds the heat constantly close to the floor of | pany in the capacity of AGENT, TRUSTEE, RECEIVER 
the car; while, at the same time, it allows sufficient | or TREASURER, in ores coh tothe Sane of 
warmth, and the most thorough and even ventilation | INDIVIDUALS. A guarante ONE MILLION 
in the region of the head, that a railroad car is sus- | DOLLARS specially invested t y p+ tT, of its 
ceptible of. No other plan admits of the lower part | charter, and a perpetual succession ; a central and 
of the car being warmed, with ventilation at the | permanent pie of business, where business can 
same time above. transacted daily, without disappointment or 
The Ap — 1s now in use on the following | delay : its o; w—~ Of directed and controlled by a 
named rai! railroads | responsible Board of Trustees ; = its entire man- 
| ment also under the su of the Supreme 

New York Central, ourt and the Comptroller of the & State. 
New Haven, Hartford & Springfield, | ermanency, Constant and Pesponstbie Super. 
Hudson River, vision, Guaranteed Security and Business Conven- 
Chicago, Rock Island & Pacific, | ence ‘and Facilities, may ” therefore be ly 

New York & New Hy thy urged IN ITS FAVOR On e hand, t 
—- P a+ e Car CO., | Uncertainty of Life, the ne Fluctuations of | usiness, 
Bos anys Individual Responsibi an ne nconven- 
Taunton Branch, and 


Erie Railway lence on the other. 
Long Isl ana, ISAAC H, FROTHINGHAM, President. 
i. Mite 


h, Southern, | AUGUSTUS SCHELL, | Viee-Presidents. 


HENRY K. BOGERT, 
le exception, the numerous rail- TRUSTEES. 


agreed 
In giving special prominence to this department 
of ite bus Jang attention {s particularly called to 





“Without a si 


— and scientific men who have examined it, | 4 a. LOW JOHN V. L. PRUYN, 
ak most a approvingly of the plan. Further par- | HORACE F.CLARK, BENJ.H. HUTTON, 
culars furnished on application to the manufac- | DAVID HOADLEY, AS. M. 


WARD B. WESLEY, W. WHITEW RIGHT, Jr. 
GEO. G. WILLA, HENRY STOKES. 
J. B. JOHNSON, H 


ENRY E. DAVIks, 
GEO. B. OARHART. SAMUEL 


WIL 
PETER B. SWEENEY, CORNELIUS D. WOOD, 
Jas. M. WATERBURY, 8 B. OHITT 
FREEMAN CLARK 
AMASA J. PARKER, 
HENRY A. KENT 
WILLIAM F. RUSS DILLON, 
T. FA ROWILD- 
omannne T. CARLTON, Secretary. 


SEWER PIPE, DRAIN TILE, 


Bath Brick & Fire Brick, 


Manufacture and Sold by 


THE JOLIET MOUND (0,, 


Saen ‘: ED 











STEAM AND WATER APPARATUS, 
For Warming and Ventilating all 
Kinds of Buildings. 


BAKER, SMITH & CO, 


149 & 161 Greene St., New York. 


127 Dearborn St., Chicago. 
HARRISBURG 








Foundry and Machine Works | omen a ana Cuivage, 
(Branch of Harrisburg Car Mfg Co.,) Cerner Wells and Polk Sts. 


a Orders and inquiries promptly attended to. 
JOLIET MOUND CO, 


WALL PAPERS! 


WINDOW SHADES, &c., &c. 


Harrisburg, - - Pennsylvania. 
MANUFACTURERS OF 


MACHINISTS’ TOOLS! 








ae ae A cholee and superior stock of the finest import 
ed Wat Parzrs and Winpow SxHapzs, for sale 
LATHES, PLANERS, RRDUCED PRICES, at 


No. 89 Randolph St. 

| Ahegg = from the city or ey for Pa 

— alcimining, Honse Painting and G 

tm y Cttonded » "The best workmen em- 
ploye and satisfaction guaranteed. 


EF. E. RIGBY, Jr. 


Shaping and Slotting?Machines 
Bolt Cutting & Nut Tap- 
ping Machines, &c. 


W. T. Hiwprvp, Treasurer. } 
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TO RAILWAY MANAGERS ! 


Consult the interests of your Company, by purchasing PIERCE’S ELASTIC RENEWABLE RAIL 
WAY FROG AND CROSSING. The —_* best and most durable yet introduced. Examine the 
cuts and specifications, for particulars. All Frogs and Crossings of this device warranted to give 
satisfaction. Orders promptly filled. Address as below. Specifications of 


PIERCE’S ELASTIC 


RENEWABLE 


Railway Frog and Crossing. 


FIG. 3 



































Fie. 1.—A. Permanent Bed Plate, Cast Iron. 

B.B. Guard Rails, Cast Iron, wearing surface chilled, (can be made of steel if preferred.) 

3. Base of point, Cast Iron, with chilled surface,-or Steel. 
D. Point, of Cast Steel. 

— = ao. ot SS ae Tron. 

‘ia. 2.— Cross Section. A. ate. B. Base. C.C. Guard Rails. D.D.D.D. Cap. E. Wood packing 
half-inch thick. F.F.F.F. Wood packing, quarter-inch thick. i . ’ 

Fie. 3.—Shows the Frog complete, with all its parts adjusted ready for laying down. 


THE ADVANTAGES claimed for this Frog are in brief: First—The permanency of the bed 
plate, on which there isno wear. SEconp—The durability of the Guard Rails, base and point, and the 
ease with which they can be renewed. Also, the elasticify which is given by the packing, avoiding the 
rigidity of the Solid Frog. Tu1mp—The bed plate being once in position, does not require to be taken 
up to produce a new Frog, as the wearing surfaces (Guard-rails, base and point) are renewable at pleas- 
ure, Fourta—The Cap & is adjustable and easily removed for the purpose of renewing any of the 
worn parts, and can be done in ten minutes time by two men. ‘The Guard-rails, point and base, being 
held in position and fastened by the Cap. By this device a new Frog is produced at about one-third the 
original cost. Firra—It is not necessary to take up or move the connecting rails with the Frog for the 
purpose of renewal, It does away with the interruption to passing trains and the labor incident to 
replacing the old form of Frogs. Many other points of excellence and economy might be adduced 
which it is not deemed nece to enumerate, believing that a practical examination or test by Railroad 
Managers will bring out its qualities and prove its useijulness. 





PRICE List. 


[POINT OF CAST STEEL, BASE AND GUARD RAILS OF CHILLED IRON SURFACE.] 


Base, $8 each. 


. be wast Freg about ¥ aogreees, $85.00 Point, $10 each 
_— ‘ ‘ -oint, $10 each. 
é& eld “ ee << 4 ‘6 Ssa:00 er each, or Full 


waa Other sizes that may be desired, or renewable parts of Cast Steel, furnished at proportionate 


SHERMAN, MARSH & STEEL, Manufacturers and General Agents, 
OFFICE, 91 WASHINGTON ST., 


OMNIBUSES 


—or-— 








EVERY STYLE! 





say" Orders Promptly Filled. -@a 





LIGHT, STRONG 


—-AND— 


SLEAGAN Tit 





Important to Railway Companies! 


TuE following, which we take from one ef our exchanges, is but an illustration of how much money 
railroad companies are and have been paying for the old-style baggage-check, and how easy it is for them 
to be daily purchasing baggage-checks, until they amount to millions ere they are aware of the fact: 


“A Rash Promise.—A paper tells the following story of a young lady who is a pupil at one of the 
echools in this = and who has already, it seems, beaten her father at mathematics. She modestly pro- 
posed that if her father would give her only one cent on one day, and double the amount on each 
successive day for just one month. she would pledge herself never to ask of him another cent of money 
as long as she lived. Pater-familias, not stopping to run over the figures in his head, and not supposing 
it would amount to a large sum, was glad to accept the offer at once, thinking it also a favorable oppor- 
tunity to include a possible marriage dowry in the future. At the twenty-fifth day, he became greatly 
alarmed, lest, if he complied with his own acceptance, he might be_ obliged to be ‘ declared a bankrupt 
on his own petition.’ But at the thirtieth day, the young girl demanded only the pretty sum of 
$5,368,719 12. The astonished merchant was -_ too happy to cancel the claim by advancing a handsome 
cash payment for his folly in allowing himself to give a bond—or his word he considered as good as a 
bond—without noticing the consideration therein expressed, and by promising to return to the old cus- 
tom ot advancing emaller sums daily until otherwise ordered.” 


In comparing the above with the cost of baggage-checks, it is well known by every baggage-man 
that to supply a road perfectly with checks, itis necessary that the baggage should have on it a check 
which, of itself, indicates the station for which the baggage is destined ; if it has not, the baggage-check 
is not perfect or complete. As every intelligent person can conceive ata glance, to bring the checking 
of baggage to such a state of perfection with the old style of baggage-check would cost an immense 
amount of money, as perexample: We will take the New Jersey Railroad; we will say that it has 
twenty stations; it will require one thousand checks from New York to Newark, one thousand from 
New York to Elizabeth, one thousand from New York to Rabway, one thousand from New York to 
New Brunswick, and so on to the whole twenty stations. Then we again commence with one thousand 
from Newark to all stations, one thousand from Elizabeth to all stations, snd £0 on until all stations 
are supplied, then we have just commenced ; as other stations are added, and other connections made, 
all this must be done over and over again, and there is no help for it so Jong as railroad companies con- 
tinue to use the old-style check and system of checking baggage. The next question ie, how to obviate 
the necessity of purchasing this immense amount of baggage-checks? Simply by adcpting the Thomas 
Safety Baggage-Check and system of checking baggage. By its use, it matters not how many different 
stations are opened, or how many connections are made, the one check will go to every one of them, and, 
by so doing, save tens, if not hundreds of thousands of dollars to railroad companies, and, at the same 
time, obviate the necessity of purchasing checks by the million. 


The following, from 8. E. Mayo, Erq., General Ticket Agent of the Albany & Susquehanna Railway 
—a gentleman who has given the checking of baggage a most carefnl, practical consideration—is but 
o ne from nearly forty represcntativer of the best-marsged roads in the country in reference toits incom- 
parable value both asa local and through check : 


‘In reference to the Thomas Safety Railroad Baggage-Check, it has no equal; and, if I were not 
thoroughly convinced by personal experience, that it merits all and more than is claimed for it, I would 
not speak so highly in its favor. As you are aware, we have recently added a large number of new 
through tickets to our stock—with the Erie Railway, alone, some 38 differentforms. With the old style 
of checking baggage, I should have been compelled to buy not less than 3,800 checks for those 38 stations, 
which is obviated by the Thomas system of checking baggage. Instead of covering the whole 
side of my baggage-room with 3,800 different forms of baggage-checks, I simply add 38 
forms of station-cards to my collection, in a thirty-inch case, alongeide of which are my brass 
checks for any station designated by card. Another great advant:ge possessed by this check over the 
old style, is, if we should discontinue our connection with any route, the Thomas Check is not lost or 
become useless, as is the case with the old style of checking baggage, but with the cards, they at once 
become available elsewhere. Experience daily convinces me that the Thomas Check is the only 
economical, systematic and safe check in use, and that it will not be possible much longer for its opposers 
to close their eyes upon its many great advantages over all other checks and systems of checking bag- 
gage, and it must ultimately commend itself to any and all who are not too prejudiced to give ita fair 
trial. I therefore recommend it with perfect confidence to all railroad companies as the best baggage 
check in use, for both local and through travel.” 


HEnzY StTEFFse, Erq., G. T. A. of the Louisville, Cincinnati & Lexington Railroad, says: 


G. F. Tuomas, Esq., 90, 92 and 94 Grand Street, New York: : 

DEAR SIR: It te with much pleasure that I am able to inform you that our baggage-men consider the 
Thomas Improved Safety Baggage-Check unequaled. They inform me that it facilitates the checking 
of baggage wonderfully, in consequence of being able to send, with any check, a piece of baggage from 
any station to any station, and not being compelled to spend several minutes in looking for a particular 
check for a certain station; by the use of your check, they save from one-half to two-thirds of the 
time required to check baggage by the old style of check, and with much more certainty. To stock 
our road as perfectly with the old style of check as we have with yours, would require, at the least cal- 
culation, full twenty times the number of checks, which, in place of simplifying, complicates the check- 
ing of baggage; your check obviates all this complexity, and so simplifies the business that it is impoesi- 
ble to make a mistake, unless through groes negligence or incompetency. Previous to the introduction 
of the Thomas Check, in consequence of the great expense, no road would even think of bringing the 
checking of baggage to such a state of perfection as coy does, it requiring such large quantities of 
brass checks to do the business as it ought to be done, which is the reason such a great number of rail- 
roads, even to this day, adhere to the old English style of pasting and chalking baggage. I am satisfied 
that, if the officers of all the railroads were as well Sr with the —— of your check in 
every respect as are the officers of those roads upon which it is in use, it would be ert ay 4 adopted, 
both as alocal and through check, not only on account of its accuracy, economy and certainty, but also in 
consequence of its unequaled advantages in facilitating and simplifying the whole baggage business. 


8. Scnocn, Esq., Superintendent of the Morris & Essex Railroad, says: 


** We have used the Thomas Safety Baggage Check on our road over two years, during which time 
we have never lost a piece of baggage to which it was attached, but, on the contrary, the baggage in 
every Instance arrives at its place of destination with unerring certainty. We do, therefore, without 
the leont hesitancy, recommend its use to any railroad company, being fully satisfied, after the most 
thorough trial, that, for a safe, reliable railroad baggage check, it has no equal, and, were it at this time 
in use upon every road in the country, the checking of baggage would not only be reduced to a perfect 
system, But would also be the means of saving railroad companies fully one-half of the present cost of 
conducting the baggage busincss.”’ 


JAMEs M. Warts, Esq., Train Master of the Central Railroad of Georgia, says: 

“We are much pleased with the Thomas Patent Safety Baggage Check. They are just the check 
required by railroad companies, as they can be _——_ in advance, or changed in a moment, for any 
station, and @ very small number of brass checks 8 the work of many. There is not the least doubt, but 
that it will in time take the place of all other baggage checks now in use.” 


A. C. Davis, Esq., G. T. A. of the Belvidere, Delaware & Flemington Railroad, says: 


“The Thomas Safety Baggage Check works to our entire satisfaction. No failure in the transmission 
of baggage since we commenced its use over two years ago. The baggage masters are pleased with 
them, and I am well satisfied they are the best baggage check in use, and better calculated to perform 
the various duties of both local and through business than any or all other baggage checks I have ever 
seen. Every check is, and has been, kept in constant use since we first commenced using them; and, so 
far as certainty, simplicity and economy are concerned, they have no equal.” 


G2" All necessary information in reference to the Thomas Patent Safety Railroad, Steamboat and 
Express Baggage Check will be given by addressing 


Go. FE STEOMAS, Editor Appleton’s R'y Guide, 


90, BR, 94 Grand St., New York. 
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THE 


“RED LINE!” 


— RUNNING OVER THE— 


Michigan Southern and Lake Shore R. R.’s, 


— WAS THE — 


FIRST LINE to CARRY FREIGHT BETWEEN the EAST and WEST, 
WITHOUT CHANGE OF CARS! 


CARS RUN THROUGH TO 


NEW YORK AND BOSTON, 


IN FOUR AND FIVE Days! 








t@ Contracts made at the Offices of thé Line. 


Cc. Shutter, Agen A. Cushman Agen 
. En Bcacer, New York. On Bente House, Boston, Mass. 


W. D. MANCHESTER, Agent, 54 Clark St., Chicago. 
Great Central Route. 
*“* Bi. UE; L.zINI E;.” 











1870. 1870. 








Michigan Central, Dlinois Central, Chicago, Bur- 
lington & Quinoy, Chicago & Alton, Great 
Western (of Canada), New York Central, 
Hudson River, Boston & Albany, and Provi- 
denoe and Woroester Railroads. 


Tue ** BLUE LINE °®? is the only route that offers to yes of freight the advan’ s of an 
unbroken gauge through from Chicago to the Seaboard, and to all 

Connections beyond Suspension — and Buffalo. All Through Freight is then transported between 
the most dista® points of the roads in interest, 


WITHOUT CHANGE OF CARS! 


The immense freight equipment of all the roads in interest is employed, as occasion requires, for the 
through service of this Line, and has of late been I ly increased. This Line is now prepared to extend 
facilites for the transit and delivery of all kinds of freight in Quicker Time and in Better Order than 


“ree Phe Blue Lune Cars 


are all of asolid, uniform build, thus largely lessening the chances of delay from the use of cars of a 
mixed construction, and the consequent culty of repairs, while remote from their own roads. The 
clue Line is operated by the railroad companies who own it, without the intervention of intermediate 
parties between the Roads or Line and the public. 

Trains run through with regularity IN FOUR OR FIVE DAYS to and from New York and 
Beston. Especial care given to the Safe and Quick Transport of Property Liable to Breakagg or Injury, 
and to all Perishable Freight, 

Claims for overcharges, loss or 1) ee settled upon their merits. Be particular and direct 
all shipments to be marked and consigned 


“BLUE LINE.” 


P FREIGHT CONTRACTS given at the offices of the company in Chicago, New York 
an oston. 

J. D. HAYES, Gen. MANAGER,. ..Detroit. 
C. E. Nostz,....No. 8 Astor House, N. Y. 
We Be MON gs 6's oo sb ore00.00 62 Quincy, Ill. | W. W. StREEtT,. .31 Dearborn 8t., Chi 
Gro. E. JARVIS,...... 273 Broadway, N.Y. | J. JOHNSON,’ ***.....-20-seeeee Cairo, Il 

THOS, HOOPS, Gen. Fr’t Aer. Michigan Central Railroad, Coienge. 
e St., Chicago. 


A. WALLINGFORD, Act. Grr. Wzst'n R. R., No. 91 Lak 
N. A. SKINNER, Freight Agent Michigan Central Railroad, 


P. K. RanDAtu,..No. 11 State St., Boston 
F. A. Howg,....31 Dearborn St., Chicago 








Empire Line! 


THE EMPIRE TRANSPORTATION COMPANY’S 


Fast Freight Line to the East 


TO THE COAL AND OIL REGIONS, 
Yia Michigan Southern, Lake Shore, and Philadelphia & Erie R. R.’s, 


WwitrTEounr? TRANS F TH! 
Office, No. 72 LaSalle Street, Chicago, 


GEO. W. RISTINE, Western Superintendent, Cleveland, Ohio. 
W. G. Van Demark,..265 Broadway, New York. | E. L. @’ Donnell, ..............--+++++ Baltimore, Ma 
G. B. MoCalleh,....42 South Sth St., Philadelphia. | Wan. F. Simith,........---eecceeeseeceves Erie, Penn. 
JOHN WHITTAKER, Pier 14 North River, New York. 


JOSEPH STOCKTON, Agent, Chicago. 


W. T. HANCOCK, Contracting Agent. 
WM. F. GRIFFITTS, Jr., Gen. Freight Agent, Philadelphia. 








terior Points on the line of Eastern [. 


General Freight Department. 


The Illinois Central Railroad 


ARE PREPARED TO TAKE FREIGHT FOR 


Cairo, St.Louis, Peoria, 
BLOOMINGTON, SPRINGFIELD,JACKSON VILLE, 


And AU Points in the Central and Southern parte of the State; 


MOBILE & NEW ORLEANS BY RAIL OR RIVER 


And ALL POINTS on the MISSISSIPPI below CAIRO. Also, to 
Freeport, Galena and Dubuque. 








t@ Freight Forwarded with Promptness and Despatch, and 
Rates at all times as LOW as bv anv other Route. 
BY THE COMPLETION OF THE BRIDGE AT DUNLEITH, 
THEY ARE ENABLED TO TAKE FREIGHT To aut Pomrs West or DUBUQUE 
tw” WITHOUT CHANGE OF CARS! gg 


DELIVER FREIGHT IN CHICAGO ONLY at the FREIGHT DEPOT of the Com- 
pany, foot of South Water St. Parties ordering Goods from the East should have the packages marked : 


“Via Illinois Central Railroad.” 


For THROUGH BILLS OF LADING, and further information, 
pply to the Loca Freient AGENT at Chicago, or to the undersigned, 


M. HUGHITT, Gen. Supt. J. F. TUCKER, Gen. Freight Agt. 


J. H. LINVILLE, PRESIDENT. J. L. PIPER, GEN. MANAGER. 








A. @, SHIFFLER, SUP'T & TREAS. 


The Keystone Bridge Company 


OF PITTSBURGH, PENN. 


Office and Works, 9th Ward, Pittsburgh, Pa. Philadelphia Office, 426 Walnut Street 
GENERAL WESTERN OFFICE :—13 Fullerton Block, 94 Dearborn St., 
CHICAGO, ILL. 


G2 This Company possess unrivaled facilities for manufacturing and erecting every description of 
Iron and Wooden Railway and Road Bridges, Roofs, Turn-Tables and Build- 
ings, ** Linville and Piper Patent Iron Bridges, Self-Sustaining Pivot Bridges, 
Suspension Bridges, and Ornamental Park Bridges, Contractors for Wooden or Iron 
Bridges of any pattern, as per plans and specifications. Circulars sent on application. 

WALTER KATTE, ENGINEER. 





A. D, CHERRY, SECRETARY. 


THE UNION PATENT STOP WASHER, 


Manufactured at Coatesville, Chester Co., Pa., on the 
line of the Pennsylvania Central R. R., has now stood 
the test of practical use on the above road, the Phila- 
hia, Wilmington & Baltimore and Philadelphia & 
Reading Railroads, for the past two years, and proved 
itself to be what is claimed for it—a perfect security 
against the unscrewing or receding of nuts. Its sim- 
> |plicity, efficiency and cheapness over any other appli- 

ance for the purpose should recommend it to the 
jattention of all persons having charge of Railroad 
tracks, cars and machinery. 
It is especially adapted to. and extensively used by 
leading Railroads of the country for the purpose of se- 
curing nuts on railway joints. 

The accompanying cuts show the application of the 
Washer. For further information, apply to 


— A GIBBONS, Coatesville, Pa. 


ELASTIC FROG COMPANY 


Rt IE eh RT Ure IPI? 
































MANSFIELD 


7 





OF CHICAGO. 


AMOS T. HALL, President, | J. H. DOW, Superintendent. 





Are now prepared to receive and promptly execute orders for RAILROAD FROGS and CROSSINGS, 
warranted to prove satisfactory to purchasers. 


For DURABILITY, SAFETY and ELASTICITY—being a combination of Steel, Boiler Plate and 
Wood—they are UNEQUALED, as Certificates of Prominent Railroad Officials will testify. 


The SAVING TO ROLLING STOCK AND MOTIVE POWER is at least equal to double the cost of 
the FROG. Orders should be addressed to 


CRERAR, ADAMS & CO., Gen’l Agents, 
18 Wrvells Street. CHICAGO 


No. 








LEBANON MANUFACTURING COMPANY, 


LEBANON, PENNSYLVANIA, 


IS PREPARED TO BUILD AT SHORT NOTICE, 


HOUSE, GONDOLA, COAL, ORF, 


And all other Kinds of 


CAR S$! 
Also, IRON and Every Description of CAR CASTINGS Made to Order 





DR. C. D. GLONINGER, President. J.M GETTEL, Superintendent 
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CHICAGO, ROCK ISLAND & PACIFIC 


RAILROAD. 


@ THE DIRECT ROUTE FOR .#! 
Joliet, Morris, Ottawa, LaSalle Peru, Henry, 
Lacon, Peoria, Geneseo, M Moline, Rock Island, 
DAVENPORT, MUSCATINE, WASHINGTON, IOWA CITY, 
Grinnell, Newton, Des Moines, 


COUNCIL BLUFFS & OMAHA 


CONNECTING WITH TRAINS ON THE UNION PaciFIC RAILROAD, FOR 





CHEYENNE, —T AL CITY, OGDEN, SALT LAKE, 
WHITE PINE, INA, eS ACEAMENTO, SAN FRANCISCO, 
And Points in Upper and Lower California; and with Ocean Steamers at San Francisco, for all Points in 


a, Japan, Sandwich Islands, Oregon and Alaska. 


(e@” TRAINS LEAVE their Splendid new Depot, on VanBuren Steet, Chicago, as follows: 
ABRIVE, 


Peet A SOBSMMOBATION, (Sundnyysxipisa). 8 $3 5m = Fs, ex. $88 3 2. m i 
Elegant Palace Sleeping Cars run Through to Peoria & Council Bluffs 
WITHOUT CHANGE! 


TICKETS TO ST. LOUIS! 


FIRST oor eens Meals and Besths on Beamer bet. Peoria and St. Louis, - $8.00 
SECOND CLA - $5.50 


Bw ELEGANT PASSENGER STEAMER 
Leaves Peoria eve ne Oe for St. Louis, upon arrival of Night Express, leaving Chicago daily (Satur- 
day excepted) at 1 00: P. M., from Great Rock Island Depot, head of LaSalle St., arriving in St. 
—- following morning, connecting with morning trains leaving the city,“and with ‘steamers down 
the River. 
Families Emigrating to Missouri or Kansas, will find this the most desirable and 
cheapest Route, as through Freight Rates for household goods are mach lower than all rail routes. 


2 Connections at La SALLE, with Illinois Central Railroad, North and South; at PEORIA, with 


Peoria, Pekin & Jacksonville Railroad, for Pekin, Virginia, &c.; ‘at PORT BYRON JUNC TION, for 
fae | pene eeas Port Byron ; at ROCK ISLAN , with Packets North and South on the Miss 


issippi 
r Throu 


ee F -” Tickets, and all desired information in regard to Rates, Routes, etc., call 
at the Company” 8 Office, No. 


37 South Clark Street Chicago. 
P. A. HALL, Asst, Gen, Supt, 


A. M. SMITH, Gen, Pass. Agent, = HUGH RIDDLE, Gen, Supt, 
8. W. ADAMS, Secretary. 


R. T. CRANE, President. C. 8. CRANE, Vice-President. 


THE NORTHWESTERN MANUFACTURING COMPANY, 


SUCCESSORS @O R. T. CRANE & BRO. 








Pipl) th ht — 


ei WEOTERN MANUFACTURING co. 


i innit iHRATETT 





5 - 
= = z =x — Se PEt Sa 


— ah ¥: 


MANUFAC! URERS OF FIRST-C ,LASS 


Steam Ene ines 


(EXORIZOUNTAL AND UPRIGHT, ]) 
With ?'remain’s Patent Balance Valve, 
Brass and Iron Goods for Steam and Gas ‘Fitters and Engine 
. Builders, Maileable Iron Castings, &c. 


STEAM PUMPS, AND GENERAL MACHINERY, 


WROUGHT IRON PIPE, 
CONSTRUCTORS OF R. T. CRANE'S 


PATENT STRAM WARMING & VENTILATING APPARATUS, 


Perfected, Simplified and adapted to Dwellings, School-houses, Churches, &c., &c. 


Jefferson St, between Lake and Randolph, Chicago 
OFFICE: 100 WASHINGTON ST. 


PITTSBURGH CAST STEEL SPRING WORKS. 
A. Frencn c& Co., 


Manufacturers of Extra Tempered, Light Elliptic 


CAST STEEL SPRINGS, 


FOR RAILROAD CARS AND LOCOMOTIVES, 


FROM BEST CAST STEEL. 
OFFICE AND WORKS:—Cor. Liberty and 2ist Sts., PITTSBURGH, PA. 


CHICAGO BRANCH, 88 Michigan Ave. 











HUSSEY, WELLS & CO., 


MANUFACTURERS OF ALL DESCRIPTIONS OF 


CAST STEEI:! 


BEST REFINED STEEL FOR EDCE TOOLS. 


Particular attention patd to the Manufacture of 


Steel for Railroad Supplies. 


EOMOGENEHIOUS PLATES, 


For Locomotive Boilers and Fire Boxes. 


Smoke Stack Steel, Cast Steel Forgings, 


FOR CRANK PINS, CAR AXLES, &C. 





Also Manufacturers of the Celebrated Brand, 


“ Hussey, Wells & Co, Cast Spring Steel,” 


& For Eliptic Springs for Railway Cars and Locomotives. _4@3 
Office and Works, Pittsburgh, Pa. 


BRANCH WAREHOUSES: 


88 MICHIGAN AVENUE, CHICAGO. 
139 & 141 Federal St. Boston. | 80 Gold _~ ** 





- New York 








Vose, Dinsmore & Co., 
NATIONAL SPRING WORKS, 


MANUFACTURERS OF 





Volute Buffer Spring. Group Rubber Center Spiral Spring 


VOLUTE BUFFER, INDIA RUBBER, RUBBER 
CENTRE SPIRAL, COMPOUND SPIRAL, 


AND OTHER 


RAILWAY CAR SPRINCS. 


No. 1 Barclay St., NEW YORK. | No. 15 La Salle St., CHICAGO. 
WORKS ON 129th AND 130th STREETS, NEW YORK. 








TLE 














MANUFACTURERS 


OF 


Superior Cast Steel Files. 


LANCASTER, PA. 


The National Iron Co. 


[Successor to Wm. Hancock, Rough and Ready Iron Works,} 
fSBESTABLISHED 1847. 


DANVILLE, PEPNN SYLVANIA. 
(MANUFACTURER OF 


RAILROAD IRON, 


RAILROAD CHAIRS, SPLICE BARS AND BOLTS, FROGS, SWITCH RODS, i AND 
LEVERS, HOOKHEAD AND COUNTERSUNK HEAD SPIKES, BRIDGE AND CAR 
BOLTS, ROLLS AND ROL&ING MILL MACHINERY, BLAST FURNA ACE 
CASTINGS AND MACHINERY, STEAM ENGINES AND BOIL. 

IRON AND BRASS CASTINGS, ENGINE AND 
MACHINE WORK, STEAM & WATER 
re 








dc., de. 
dine aag ee Eien 
BENJ. J. WELCH on yt ana | ®. ©. “BRINCK, Mb kee eo 401 
Gen. Manager, ‘Dan ville, Pa. Walnut St., Philadelphia 
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HNGAG0 & NORTAWENTERY BW. 


Comprising the PRINCIPAL BAILROADS from CHICAGO Directly NORTH 
NORTH-WEST and WEST. 


ALL RAIL TO THE PACIFIC OCEAN! 
Great California Line. 


TRAINS LEAVE WELLS STREET DEPOT AS FOLLOWS: 


8:15 A. M. Cedar Rapids Pass|11:00 P. M. Night Mail. 
10:45 A. M. Pacific Express. |11:00 P.M. R. Island Pass. 
10:45 A. M. Rock Island Exp. [4:00 P. M. Dixon Passenger. 


For Fulton, Clinton, Cedar i. ao. ne ree Water “ ra Sioux City, Council 
uffs and Omaha, there connec! 


UNION Paciric Fr. Ft. 


For Cheyenne, Denver, Ogden, Salt Lake, the White Pine Silver Mines, Sacr to, San Fr 
all parts of Nebr: aska, Colorado, New Mexico, Arizona, Wyoming, Montana, 
Idaho, Utah, Nevada, and the PACIFIC COAST. 

















FROM CHICAGO Hours. ist Class Fare. FROM CHICAGO Days. Ist Class Fare. 
To OMAHA,...... 23 #20.00|To SACRAMENTO,. 41¢ $118.00 
‘* DENVER.,... 52 70.75| ** SAN FRANCISCO, 5 118.00 





TRAINS ARRIVE: + Might Mail, 7.00 a.m.; Dixon Passenger, a a. — Pacific Express, 
3:25 p. m.; Rock Island Express, 3:25 p. m.; Cedar Rapids Fasseapes, 6 50 p. 


FREEPORT LINE. 
9.00 A. M. & 9.45 P. M. Ei2assrpsettes Freer caleas, Deo 


4.00 P. M., Rockford Accommodation. 
5.30 P.M. Geneva and in Accommodation 
6.10 P. M., Lombard Accommodation. 


TRAINS ARRIVE :—Freeport Passenger, 2:30 a. m.,{3:00 p. m.; Rockford Accommodation. 
11:05 a. m.; Geneva and Elgin Accommodation, 8:45 a. m.; Lombard A Accommodation, 6:50 a. m. 


WISCONSIN DIVISION. 


2 Trains leave Depot, cor. West Water and Kinzie Sts., daily, Sundays excepted, as follows: 
10. 00 A i" DAY EXPRESS, for Janesville, Monroe, Whitewater, Madison, Prairie du 
fA. IV. Chien, Watertown, ‘Minnesota Junction, Portage City, Sparta, La Crosse, St. 
Paul, and ALL POINTS ON THE UPPER MISSISSIPPI RIVER; Ripon, Berlin, Fond du Lac, Oshkosh, 
Neenah, Appleton, and Green Bay. 
3.00 P. M., Janesville Accommodation. 
0 P. M. NIGHT EXPRESS, for Madison, Prairie du Chien, Watertown, Minnesota 
Junction, Portage City, Sparta, La Crosse, St. Paul, and ALL POINTS ON THE 
).00 MISSISSIPPI RIVER ; Ripon, Berlin, Fond du Lac, Oshkosh, Menasha, Appleton, Green Bay, 
and THE LAKE SUPERIOR Cou TRY. 
5.30 P. M., Woodstock Accommodation. 


TRAINS ARRIVE:—5:30 a. m., 9:00 a. m., 2:00 p. m. and 7:15 p. m. 
——--* - — 


MILWAUKEE DIVISION. 


9 AD A. M. & 5. 00 P, Me ee iiteenkeo” for Waukegan, Keno- 


MILWAUKEE Oe Ee aly. with Beoping Ow pee. : oi sveBecedece -- 








EVANSTON ACCOMMODATION, (D ) from 30 P. M. 
KENOSHA ACCOMMODATION, Randaye ——— from Wells St. Depot..... 4:15 P. ° 
AFTERNOON PASSENGER from Milwaukee Div. D — EE RE 5:00 P. M. 
WAUKEGAN ACCOMMODATION, (except Sundays) from Well St. at: Depot ren 5:25 P. Mi. 
WAUKEGAN PASSENGER, (Sungays excepted) from Wells St. Depot........... 210 P, M. 


TRAINS ARRIVE :—Night Accommodation, with Sleeping Can Patt a. m.; Day Express, 
10:45 a. m. and 7:30 p. m.; Waukegan ‘Accommodation, 8:40 a. m.; Kenosha Accommodation, 9:10 
a. m.; Evanston Accommodation, 4:00 p. m.; Waukegan Passenger, 8:10 a. m. 


PULLMAN PALACE CARS ON ALL NIGHT TRAINS. 
THROUGH TICKETS 2 'd'te'c i wiser sired ghar 


hicago at the Southeast 


and Clark Streets, and at the nger Stations as above. 
H. P. STANWOOD, JNO. P. HORTON, GEO. L. DUNLAP, 
Gen. Ticket Agt. N. W. Pass. Aat. Gen?l Supt. 








Western Union Railroad. 


—— & CHICAGO DEPOT, 
MILWAUKEE, 





CHICAGO & NORTHWESTERN DEPOT, 
CHLIOAGO,; 


THE DIRECT ROUTE! 
CHICAGO, RACINE & MILWAUKEE, 


— To — 
Beloit, Savanna, Clinton, Pt. Byron, Davenport, Mineral Point, 
Madison, Freeport, Fulton, Lyons, Rock Island, Sabula, 
Galena, Dubuque, Des Moines, Council Bluffs, 


OMAHA, SAN FRANCISCO 


AND ALL PRINCIPAL POINTS IN 


Southern and Central Wisconsin, Northern Illinois, and Central and Northern Towa. 
FRED. WILD, D. A. OLIN 


Gen. Wicket Agent. Gen. Supe 


CRERAR, ADAMS & CO. 


Railroad Supplies! 


CONTRACTORS’ MATERIAL. 
ll and 13 Wells Street, 


CHICAGO, ILL. 





ntendent 














Manufacturers of IMPROVED H 


LIGHTS for Locomotives, 
Hand and Signal Lanterns, Car and Station Lamps, Brass Dome 
Casings, Dome Mo’ Cylinder H and Car of 








Pan=-Han dle 


—ANMD— 


Penna Central Route East! 


a@ SHORTEST AND QUICKEST ROUTE, via COLUMBUS, TO “@a 


PITTSBURGH, BALTIMORE, PHILADELPHIA & NEW YORK 


On and after Saturday, JANUARY Ist, 1870, Trains for the East will run as follows: 
[DEPOT CORNER CANAL AND KINZIE STS., WEST SIDE. ] 


6:45 A. M. NEW YORK EXPRESS. 


(SUNDAYS EXCEPTED.) Arriving at 


-8:55 P. M.| Hargissure...2.30 P. M.| New York....10:26 P. M. |WasHINaTON 
4:47 A. M.| PaiLapgruia 7:00 P. M.| Bartimorns.... 7:00 P.M.| Curry.......10:00 P. M. 


7:45 P. M. NIGHT EXPRESS. 


(SATURDAYS EXCEPTED.) Arriving at: 
CoLumBus.. .11:10 A. M. 


Haprispune.. 5:20 A. M.| New York....12:05 P.M.) Was: eli F 
PirtspuRGH.. 7:05 P. M.| Portape.puia,9.40 A. M., BALTIMORE... 9:00 A. M. i eee M 


Woodruff’s Palace Day and Sleeping Cars 


Run Through to COLUMBUS, and from Columbus to NEW YORK, Wrrnovur Cuanen! 


ONLY ONE CHANGE TO NEW YORK, PHILADELPHIA, OR BALTIMORE | 


TRY THE NEW ROUTE. FARE AS LOW AS BY OTHER LINES. 


CINCINNATI & LOUISVILLE AIR LINE SOUTH 


Miles the Shortest Route to Cincinnati, 
18 Miles the Shortest Route to Indianapolis and Louisville 


—— FROM ONE TO—— 


<> Hours the Quickest Route to Cincinnati ! 


THE SHORTEST AND BEST ROUTE TO 


Columbus, Chillicothe, Hamilton, Wheeling, Parkersburg, Evansville, 
Dayton, Zanesville, Marietta, Lexington, Terre Haute, Nashville, 


ALL POINTS IN CENTRAL & SOUTHERN OHIO, & INDIANA, KENTUCKY & VIRGINIA, 
— QUICK, DIRECT AND ONLY ALL RAIL ROUTE TO — 


New Orleans, Memphis, Mobile, Vicksburg, Charleston, Savannah, 


AND ALL POINTS SOUTH, 
Cincinnati, Indianapolis and Louisville Trains run as follows: 


THROUGH WITHOUT CHANGE OF CARS! 
= 
6:45 


MM. "7:45 








COLUMBUS.... 
PrrTsBuRGH.. 








= = 
(Sundays excepted) Arriving at (Saturdays excepted.) Astiving r 
LOGAMEPOR®G. 0c cccccccccccsccsccces -ose 12:10 P. M. | Locansrort bab dneccenevendevesecbnceds 1:30 A.M 
BORGER. occ ccccccccccsccocccecsceosccce DO > Blatt PED, 000 ccccbdpeecd 064045 ctoree ae 2:49 A. M, 
CINCINMATE. 0.4.20 -cccccescccecceseeeess COG. BE. \. TAGE a 0.00 once chodctaccicsved. eso 0:00 A. M, 
ERGRTIADORED ccccccscce. cove coceececcs 4:30 P.M. INDIANAPOLIS....... 2e0ee eerecccccecce cs | A.M, 
ATT, 0.0 cccccccocccdvcesecseccoesé DEE ce, A 50s nse decdodcdescscoccccéns 20 P. M. 
Lansing Accommodation: Leaves 3:45 P.M. Arrives 9:15 a M. 


PULLMAN’S PALACE SLEEPING CARS! 


Accompany all Night Trains between Chicago and Cincinnati or Indianapolis. 





ee Ask for ae via COLUMBUS for the Eas 
and via KOKOMO for Indianapolis, Louisville an 
Sleeping Car Berths i at 95 RANDOLPH STR 
Ticket Offices in the West and Northwest. 


Ss. F. SCULL, 


Gen. Ticket Agent, Columbus. 


via miaeeorers for Cincinnati 
its South. 6 for and 
ET. CHICAG®O, and at Principal 


I. S. HODSDON, 


Northwestern Pass. Agt., Chicago. 


KANSAS PACIFIC RAILWAY. 


Great Smoky Hill Route! 


COLORADO, NEW MEXICO, ARIZONA, UTAH, 
Montana, Nevada, California and Northern States of Old Mexico. 


COMPLETED THROUGH KANSAS, TO 
Carson, Colorado, 487 Miles West of Kansas City and Leavenworth. 


Close Connections are made with Express Trains of the Hannieat & St. Josern and Nortu Missouri 
RatLRoaps, at KANSAS CITY, and with Missouri Pactrio Rarunoap at STATE LINE. 
DAILY EXPRESS TRAINS are run between 


KANSAS CITY, LEAVENWORTH, LAWRENCE, 
Topeka, Wamego, Manhattan, Junction City, Salina, Brookville, 


HARKER, HAYS and CARSON, 
Pullman’s Sleeping Cars Attached to Night Express Trains! 
Passenger Time from Kansas City to Denver, Less than 50 Heurs. 
wow & Co.’s Four-Horse Concord Coaches leave Carson daily for Denver, Central City, George 




















Southern Overland Passenger Express and Mai] Coaches leave Carson daily for Fort Lyon, Pueblo- 
Trinidad, Fort Union, Las Vegas, Santa Fe, &c. 


Ask for Through Tickets via Kansas Pacific Railway, ‘“‘ Smoky 
Hill Route.” Freight and Passage Rates as Low and Time as Quick as by any 0’ er Route, 


R. B. GEMMELL, Gen. Ticket Agent. A. ANDERSON, Gen. Supt. 
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THE FAVORITE THROUGH PASSENGER ROUTE! 


Chicago, Burlington & Quincy 


RAILROAD, AND CONNECTIONS. 


% THROUGH EXPRESS TRAINS DAILY. 











FROW CHICAGO Hours, 1st Class Fare. FROM CHICAGO Days, ist Class Fare, 
To OMAHA, - - 23 $20.00;|\To DENVER, - - 2% $70.2" 
*° §T. JOSEPH, - 21 19.50) * SACRAMENTO, 4% 118.00 
** KANSAS CITY, - 22 20.00| * SAN FRANCISCO, 5 118.00 








TRAINS LEAVE Cuicago from the Great Central Depot, foot of Lake Street, as follows: 


BURLINGTON, KEOKUK, COUNCIL BLUFFS AND OMAMA, 
MM, MARLAND EERRESS, (Dey crept canter sonnng 


a n 
tions at ss € with Iiinois Central for Amboy, Dixon, Freeport, Galena, ‘Dunicith, Dubuque, LaSalle, 
El Paso, Bloomington, &c., &c. 
ale, Aurora, Leland, Mendota, Prince- 


ton, LO rhe 2O Buda,” A.M. ost Daiva. Galesburg, and Monmouth, between Chicago and 


Butlington. PULLMAN PALACE DRAWING ROOM CAB attached to this train daily 
from Chicago 


TO COUNCIL BLUFFS AND ana, WITHOUT CHANGE ! 
AE 3@Q fF. M, Night ations be etween Chicago and Burlington. ELE- 


er rinci 
LA spats E SLEEPING CAR are attached to 
this train from Chicago to Peat Ma can chapge! This isthe only Route between 


CHICAGO, coud. BLUFFS & OMAHA, 


—— RUNNING THE CELEBRATED —— 


Pullman Palace Dining 


Cars ! 
The Shortest, Best, Quickest and only Route between 


CHICAGO c& BEOR,U Fs, 


Without Ferrying the Mississippi River / 


QUINCY, ST. JOSEPH, LEAVENWORTH AND KANSAS CITY. 
1O% A. M, FASHICERERES: 


out Change! 
ENING 
3:30 P.M. Emenee 
running through from C ieago to QUINCY, Witnovut Cuanenl 


man Palac 
ZFXP ESS. (Daily, except Saturday,) with Pull- 
aE BO P, M. = —s ace Bee Car attached fron Chicago to 
an PALACE oF Goacnes ‘hem Chicago to QUINCY, Without Change! 


(2 This is the Shortest, Quickest and only Route between _aeg 


CHICAGO AND KANSAS CITY, 


WITHOUT CHANGE OF CARS OR FERRY. 
THE SHORTEST, BEST AND QUICKEST ROUTE BETWEEN CHICAGO AND 


St. Joseph, Atchison, Weston, Leavenworth, 


Daily except Sunday,) stoppin; 
AC. IC EXP] RESS. ( y p y,) stopping 


RESS, (Daily, except Saturday,) stopping at 


(Daily, except Sunday,) with 
running through from Chicago 
, Wat 


(Daily, except Sunday,) with Pull- 
Room Sleeping Car attached, 





AND ALL POINTS ON THE KANSAS PACIFIC R’Y. 
SVERSIDE 2 eee LE ACCOM..1:30 & 6:00 P. M. 
Local Trains | pave) MENBeTA PASSENGER cS G80 ae 


7 yeine Arrive :— Mail and Exprees, 3:40 p. m.; Atlantic Exp., 4:00 p.m., except Sunday; Night 
Exp, 6:00 a, m., except Monday; Mendota Passenger, ‘9:50 a. m.; Aurora Passenger, 8:35 a. m.; River- 
side and Hinsdale Accommodation, 7:30 a. m. and 5:30 p. m., except Sunday. 


Ask for Tickets via Chicaco, a & Quince -! Railroad, which can be ob- 
tained at all principal offices of connecting roads, at Company’s office in Great Central Depot, Chica- 
go, at as low Hi as by any other route. 








sa" PASSENCERS COINC WEST! “ea 


To Missouri, Kangas, Nebraska, Colorado or New Mexico, Should 
Buy Tickets via the Short Route 


HANNIBAL & ST. JOSEPH R. R. LINE, 


Three Express Trains from Quincy or Macon to St. Joseph. 


——ALSO DIRECT—-— 


To KFsansas City 


we witHour CHANGE OF CARS! _x 


CONNECTIONS ARE CLOSE AND DIRECT FOR 


ATCHISON, WESTON & LEAVENWORTH, 


CONNECTIONS: 


AT KANSAS CITY, with Kansas Pacific Railway, for Lawrence, Ottawa, Topeka, Fort Riley 
Junction City, Fort Hays, Sheridan, &c. 

AT KaNSAS CULY, with Kansas Vity, Fort Scott, and Galveston Railroad, for Fort Scott, Fort Gib 
son, Galveston, &c. 

AT ST, JOSEPH, with St. Joseph & Council Bluffs Railroad, ALL RAIL from St. Joseph to 


Nebraska City, Council Bluffs & Omaha. 


AT emema, with Nebraska Union Pacific Railroad, for Fort Kearney, Julesburg, Cheyenne, Lara 
mie, Benton, &c. 
AT COUNCIL BLUFES, for Sioux City, all Rail. 


(8 By this Line, passengers have choice of Overland Routes, either via Smoky Hill or Platte Route 
To Denver, Central City, Salt Lake, Sacramento, California and all points in the Mining Regions. 


Daily Overland Coaches via Smoky Hill Route leave Sheridan, end of U,P.R.R,, for Santa Fe aud New Mexico 


Through Tickets for Sale at all Ticket Offices. 
P. B. GROAT, Gen. Ticket Agent. GEO. H. NETTLETON, en. Supt. 
HENRY STARRING, Gen. Agent, Chicago. 

















Old, Freliable, Air-Line Froute! 


MAU, ALTON a SY. LOUIS Bf 


SHORTEST, QUICKEST AND ONLY DIRECT ROAD TO 


Bloomington, Springfield, Jacksonville, Alton, 


— AND —— 


sT. Louis 
WITHOUT CHANGE OF CARS. 


THE ONLY ROAD MAKING IMMEDIATE CONNECTIONS AT ST. LOUIS, 
WITH MORNING AND EVENING TRAINS 


——_ oa 


ATCHISON, LEAVENWORTH, KANSAS CITY, 


Lawrence, Topeka, Memphis, New Orleans, 


And All Points South and Southwest. 

















= TRAINS leave Curcago from the West-side Union Depot, near Madison Street Bridge._aeg 


EXPRESS MAIL, [Except Sundays].............cccccceccceeeccceeces hin toeteientede 10:00 A. Mm. 
LIGHTNING EXPRESS, [Except Saturdays and Sundays]................sseeees 11:00 P. M. 
NIGHT EXPRESS, [Except Saturdays]............ cccccccccsscccee cecceccscsececs 7:05 P.M. 
JOLIET ACCOMMODATION, [Except Sundays]............. pepucengaacies Sue 4:00 P.M. 
JACKSONVILLE EXPRESS, [Daily].............006 ceessscseececees onwhchanteed 7:10 P. M. 


Trains arrive at Chicago at 8.10 P. M.,'7.10 A. M. and 12:45 P.M. Joliet Accom., 9.45 A. M. 
This is the ONLY LINE Between CHICAGO & ST. LOUIS RUNNING 


Pullman's Palace Sleeping and Celebrated Dining Cars | 


BAGGAGE CHECEHEED THROUGE. 
Through Tickets can be had at the Company’s office, No. 55 Dearborn street, Chicago, or at the 
ew ot, corner of West Madison and Canal streets, and at all principal Ticket Offices in the United States 
Canada. Rates of Fare and Freights as low as by any other Route. 


A. NEWMAN, Gen. Pass. Agent. J. C. McMULLIN, Gen. Supt. 


North Missouri R. R. 


PASSENGERS FOR 


KANSAS AND THE WEST, 


ARE REMINDED THAT 


THE NORTH MISSOURI R. R. 


11 MILES SHORTER than any other Route! 


BETWEEN 


St. Louis and Kansas City. 


15 Miles Shorter between ST, LOUIS and LEAVENWORTH 


—— AND — 


|<< MILES SHORTER TO ST. JOSEPH! 


THAN ANY OTHER LINE OUT OF ST. LOUIS. 











te’ Three. Through Express Trains Daily ! <@a 
Pullman's Celebrated Palace Sleeping Cars on all Night Trains ! 


e&” FOR TICKETS, apply at - Railroad Ticket Offices, and see that you get your Tickets 
via St. Louis and North Missouri Railroad 





C. N. PRATT, J. M. DAVIES, S. H. KNIGHT, 
Gen. rg .. Agta iil Dearborn-st. General Teteeger _Auent, — co 








Pacific Railroad of Missouri. 


THE MOST DIRECT AND RELIABLE ROUTE FROM 8T. LOUIS THROUGH TO 


KANSAS CITY, LEAVENWORTH & ATCHISON, 


sa’ WITHOUT CHANGE OF CARS! “@a 
Close Connections at KANSAS CITY with Missouri Valley, Missouri River, Ft. Scott & 


Gulf, and Kansas Pacific R’ys, for Weston, St. Joseph, Junction City, Fort Scott, 
Lawrence, Topeka, Sheridan, Denver, Fort Union, Santa Fe, and 


ALI. POINTS WHrErSsSsST! 


Ge At SEDALIA, WARRENSBURG and PLEASANT HILL, with Stage Lines for Warsaw, 
Quincy, Bolivar, eprvgney. Clinton, Osceola, Lamar, Carthage, Granby, Neosho, Baxter Springs, Fort 
Gibson, Fort _— Van Buren, Fayetteville, Bentonville. 


PALACE SLEEPING CARS on all NIGHT TRAINS. 
Baggage Checked Through Free! 


THROUGH TICKETS for sale at all the Principal Railroad Offices in the United States and Cana- 
das. Be Sure and Get your Tickets over the PACIFIC R. R. OF MISSOURI. 


Ww. B. HALE THOS. McKISSOCK, 








’ 
Gen. Pass. and Ticket Agt. General Superintendent 





he 
es 


—s 
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Hours the Quickest, and Sixty-One Miles the Shortest Line ! 


— FROM — 


CHICAGO TO NEW YORK. 





Pittsburgh, Ft. Wayne & Chicago and Pennsylvania Central 


THE ONLY ROUTE RUNNING 


THREE DAILY LINES OF THROUGH DAY AND SLEEPING CARS, 


—- FROM CHICAGO TO — 


Harrisburg, Philadelphia and New York, 


wWwWIiTHoutT CHANGE! 


WITH BUT ONE CHANGE TO 


BALTIMORE, PROVIDENCE, NEW HAVEN, 


HARTFORD, SPRINGFIELD, 


WORCESTER AND BOSTON! 





=~ Trains Leave WEST SIDE UNION DEPOT, corner West Madison and Canal Streets, as follows: 




















: | H <4 
LEAVE: | Mail. _ | Day Express, | Pacitic Night Erp. |poprer 
RESET a een oe --|; 4.30 A.M.) 8.00A.M.| 445P.M.) 9.00 P. Mic cp 3 Om 
rca. caten sbnequapies | 901 “| 1125 ““ 1s 850 “ | 200A M/So Bs aS 
FORT Ps ccnsceccecedsedcessonl D11.59 “ |p.1.65 P.M) 11.20 “ |p. 6.00 * & 
___ __ ASS ange natetye: 353 1392A.M.) 8.20 “« |Be* oSe 
FOREST 449 + 240 * 940 “ |BScztex 
CRESTLINE 8.6.30 425 “ {p.12.05 P. mM. a 8535 
TEA MGI EMEDD. ons cce0000 sconvheaccen 7.00 «+ 453 “ | 1934 * &8a5oe 
ORRVIL LE 8.52 * 643 * — = Sto2> 
ANC 10.25 “ |p. 8.40 * 3.55 “ — 
ROCHESTER 1235A.M.) 1052 “ 6o2 « | South’n Exp, 
PITTSBURGH 210 “ |p.12.35 “ |e. 7.40 * 5.30 A. M. 
BLAIRSVILLE BRANCH ; 420 “ 249P.M.) 9.54 * 725 
JOHNSTO Y 5.06“ 3.37 “ 10.42 * 8.10 * 
i REN Re TEE: r 6.08 “ 4.33 * 11.43 ° 904 * 
INS 5 naxsecscoctwosaiss vasa . 9.05 B.7.15 “ |s. 5.45 * 12.35 A. M.'B.10.05 
HUNTINGDON. ..........ceccccecees 10.21 “ 8.26 7.04 * 145 “ | 11.14 * 
EAI WIIUE oes vccccsecscncdceccens 11.44 “ 941 823 + 2.59 “ | 1295P.M 
BEAL, 5... <innnccessccoceens 2.10 A. M.|D 12.10 P 10.45 “ 5.20 “ |p, 2.50 
LA ho uncsiches cdcadecstene 3.40 “+ 135 “ | 1215A.M.| 642 “* 4.10 “ 
DOWNINGTON. ..........cccccccsees 5.00 2.55 “ 140 “ |p. 8.12 * 5.35 * 
ARRIVE: 
PHIL ADEL _ | ae 6.20 4.15 “ 3.00 * 9.30 * 6.50 * 
YORK, VIA PHILADELPHIA...... 10.41 * 748 “ 6.43 % 1.00P.M.) 10.26 “ 
NEW YORK, VIA ALLENTOWN........ ee eke By RP ae _ fy ta eer ae 
MARMION 2,9, cach cc'sats20iccesclescceeencesce 3.40 “ 2.20 “* 9.00A.M.) 7.00 * 
WAMMEIIIITON .oceccccsccecccecseos | RETR 6.20 5.50“ 1.00P.M.) 1000 “ 
a RAST BPE: 9.00 P.M.| 5.50A.M.| 5.05P.M.] 11.50 “ |. ........... 














aa DHE DAY Oras Leaves Chicago daily, except Sunday; has SILVER PALACE 

R. — from Chicago 4 New York, via Allentown, except Satur- 
; leaves Pittsburgh daily, e has SLEEPING CAR from Crestline to Altoona, except 
Sa urday. This train reaches Nt Yo! K one and a half hours in advance of all 
other Lin and in time to Fs cloxe connection for BOSTON! No other Route 
through New York makesit! Arrives in BALTIMORE Five Hours, and WASHINGTON Four 
Hours in Advance of Rival Routes! 





E PACIFIC EXPRESS x Leaves Chicago and Pittsburgh daily, for Philadelphia and 

New York, with THROUGH SIL ER PALACE CARS 

from Chicago; leaves Harrisburg for Baltimore daily, onpe t Sunday; has SLEEPING CARS from Chi- 

cago to Pittsburgh, and from Altoona to Philadelphia. This train arrives in NEW YORK One Hour, 

BaLT _ ime Hours, and WASHINGTON Seven Hours, in Advance of all other 
nes 


HE NIGHT EXPRESS Leaves Chicago daily, except Saturday and Sunday; leaves 
ew a da —y except Sunday; leaves Harrisburg for pel. 
daily ; SILVER PALAC 1 eday, Wednesday and Friday ; COMPARTM 

Onn on Mower, and Thursday from t Ohlone to. Patinde phia and New York; has SLEEPING ANS 


from Chicago to Crestline, onl fea Pittsburgh to New York, Philadelphia and Baltimore, This train 








M. | reaches NEW YORK One Hour, and BALTIMORE Three Hours in Advance of compet- 


ing Routes! 





AIL Leaves Chicago daily, except Sunday, ‘stopping a at all Stations = foaching 
Crestline the same wig, # {where passengers can transfer to ae whi 
leaves Crestline [Express,] the next morning, and leaves Pittsburgh daily, except Sunday. “SLE PIN 
CARS from Pittsburgh to Philadelphia. 


THE SOUTHERN EXPRESS stivie Pace Cais 05 Piliadeipin and New 


York; leaves Harrisburg for Baltimore daily, except Sunday. 








BOSTON AND NEW ENCLAND PASSENCERS will find this Route especially Desirable, as it Gives them an 
opportunity of Seeing the FINEST VIEWS AMONC THE ALLECHANY MOUNTAINS, 


Besides Visiting PITTSBURGH, PHILADELPHIA and NEW YORK, without extra cost! 


All New Eingland Passengers holding Through Tickets, will be Transferred, with their Baggage, to Rail and Boat Connections in 
"NEW YORK, WITHOUT CHARGE. 


Close Connections Made at Lima for all Points on the Dayton & Mich. and Cin., Hamilton & Dayton R’ys, 


And at CRESTLINE, for CLEVELAND, ERIE, DUNKIRK, BUFFALO, NIAGARA FALLS, and all Points reached via Lake Shore R.R. 





THROUGH TICKETS FOR SALE AT THE COMPANY’S OFFICES, N.W.COR. RANDOLPH & LASALLE ST., 
65 and 52 Clark St., Cor. Randolph and Wells St., (ander the Briggs House,) and at Depot, Chicago; also at Principal Ticket Offices in the West. 
F. R. MYERS, Gen. Pass. and Ticket Agt, P. & F. W.R’y, Chicago, W.0, CLELAND, Gen. Western Pass. Act, P. Ft.W. &O. R’y, Chicago, 
T. L, KIMBALL, Gen. Western Pass, Agent, Penn. Central R. B., Chicago, 








NEW YORK AND BOSTON 


— VIA — 


ALLENTOWN LINE. 


i THE ONLY LINE “ea 


Running Through Silver Palace Cars on Morning Trains from Chicago, 
Via PITTS., FT. WAYNE & CHICAGO RY & ALLENTOWN LINE. 


TWO EXPRESS TRAINS LEAVE CHICAGO VIA ALLENTOWN LINE, 


On the Arrival of Trains from the West and South, as follows: 


8:00 A. M. 9:00 P. M. 


Sat. & Sun. Excepted. Sat. & Sun. Excepted. 


PASSENGERS SHOULD SEE THAT THEIR TICKETS ARE VIA| 
ALLENTOWN, and SAVE 60 to 100 MILES TRAVEL! 


THE SHORTEST LINE TO NEW YORK! 


BAGGAGE CHECKED THROUGH! 


FOR TICKETS and Information, apply at the Office, 52 Clark Street, under the Sherman House. 
SLEEPING CAR APARTMENTS and Tables furnished. 
H. P. BALDWIN, 


General Pam Agent 13 ad Liberty 8t., 











ROB’T EMMETT, 
Western Pass.Agent, 59 Clark St., 
CHICAGO. 


Broad Gauge! Double Track! 
ERIE RAILWAY. 


ES=SzPRESS TRAINS DAILY! 
From Cleveland, Dunkirk and Buffalo, 625 Miles, to New York, WITHOUT CHANGE of Coaches! 


¢ Trains of this Railway are run in DIRECT CONNECTION WITH ALL WESTERN AND 
soUTHERN LINES. for einaitieaaaas 


Elmira, Williamsport, Oswego, Great Bend, Scranton, Newburghj 


NEW YORK, ALBANY, BOSTON, PROVIDENCE, 


AND PRINCIPAL NEW ENGLAND CITIES. 


New and Improved DRAWING ROOM COACHES are attached te the DAY EXPRESS 
Running THROUGH TO NEW YORK. 


t# SLEEPING COACHES, Combining all Modern Improvements, 
rfect Ventilation and the peculiar arrangements for the comfort of Passengers incident to the 
AD GAUGE, accompany all night trains to New York. 


co Oo AIN! as Trains on this Railway will, when necessary, wait from 
one to two hours for za 


All Trains of Saturday run directly Through to New York. 


®” Ask for Tickets via e Railway, which can be procured at 66 Clark Street, 
Chicago, and at all Principal Ticket an st the West and Southwest. 





L. D. RUCKER Re A. J. DAY, WM. R. BARR 
| Weste 


Gen’! Superintendent, New Y: rm Passenger Agent’ Chicago. | Gen’l Passenger Agent, New York 
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LAKE SHORE 


—aAantDpD- 


MICHIGAN SOUTHERN R.W. 


THE GREAT THROUGH LINE BETWEEN 


CHICAGO, BUFFALO & NEW YORK, 


WITHOUT CHANGE! 


AND THE ONLY RAILWAY 


RUNNING PALACE COACHES THROUGH! 


— BETWEEN — 


CHICAGO & NEW YORK, via BUFFALO 
WITHOUT TRANSFER OF PASSENGERS !-2i 


All Trains Stop at Twenty-Second Street to Take and Leave Passengers. 
Baggage Checked at that Station for all Points East. 











<U_EXPRESS TRAINS DAILY, [Suntoys Excepted] Leave 


Cu10aao from the New Depot, on Van Buren St., at the head of La Salle Street, as follows 


-00AM, MAIL, TRAIN. 


VIA OLD ROAD. SUNDAYS EXCEPTED. 
Leaves 22d Street 6:15 A. M. Stops at all Stations. Arrives—Toledo, 4:40 P. M. 
| rn 


8:00 A, M, SPECIAL NEW YORK EXPRESS, 


VIA OLD ROAD. SUNDAYS EXCEPTED. 





Leaves—Twenty-Second Street, 8:15 A. MM. Arrives—Elkhart, 11:50 A. M. 
for Dinner); connects with Alr Line Mail Train, leaving Elkhart, 12:01 P. 
Stations on Air Line Division between Elkhart and Toledo, gounocting at Toledo with & 
yous Express 5:10 BP us arrives at Cleveland 9:20 P.M.; Buffuo, 3:40 A. 

00 P.M. ; Boston, 11:45 P. 


This Train has PALACE SLEEPING COACH Attached, Running 


THROUGH TO ROCHESTER, WITHOUT CHANGE! 


IN DIRECT CONNECTION WITH 


Wagner's Celebrated Drawing-Room Coaches on N. Y. Central R. R. 
4:45 PW, ATLANTIC EXPRESS (Daily), 


VIA AIR LINE. 


Stops 20 minutes 
s stopping at all 
ecial New 

.: New York, 











Leave—Twenty-Second Street 5:00 P. MI. Arrives—Laporte, 7:25 P. M. (Stops 20 minutes 
for Supper); ertives at Toledo, 2:30 A. M.; Cleveland, 7:15 A. M. (20 minutes for Wore arrives at 
Buffalo, 1:55 P. M +3 Rochester, 5:10 P. M. (20 minutes for Supper); connects with Slee conten Coach 
running Through from Rochester a Boston ithout Change, ing but One 
Change between Chicago and Boston 


NEW AND ELEGANT SLEEPING COACH Attached to this Train, Running 
THROUGH from CHICAGO TO NEW YORK WITHOUT CHANGE! Arrives 
at NEW YORK, 7:00 A. M. 


9:00 P. ¥ WicsutT E=PRESS 


VIA OLD ROAD. (DAILY EXCEPT SAT. & SUN.) 








Leaves—Twenty-Second Stree ty 43 M. Arriwves—Toledo, 6:35 A. M. 
He a arrives at- Cleveland, 11:20 M.; Buffalo, 6:30 P. M.; New York, 1:00 
3: 


KALAMAZOO DIVISION. 


Leave Chi 8:00 A.M. Arrive at Kalamazoo 3:15 P. M.; 
Graad Rapids, 330 P. M. 


i re Reelin 900. r. 
’ 


20 minutes for 
. M.; Boston, 





Arrive at Kalamazoo 4:40 A. 





{#8 There being no heavy grades to overcome, or mountains to cross, the road bed 
and track being the smoothest and most perfect of any railway in the United States, this Company run 
their trains at a high rate of speed with perfect safety. 


(#” Travelers who wish to SAVE TIME and make SURE CONNECTIONS, 
purchase Tickets via 


LAKE SHORE & MICHIGAN SOUTHERN R’Y. 


THE. ONLY LINE RUNNING THROUGH BETWEEN CHICAGO AND 
BUFFALO, WITHOUT TRANSFER, and in Direct Connection with NEW YORK 
CENTRAL RAILROAD and ERIE RAILWAY. 


General. Ticket Office for Chicago, No. 56 Clark Street. 
CHAS. F. HATCH, F. E. MORSE, 


General Superintendent, CLEVELAND, UOxI0. General Western Passenger Agent, Cuicaco. 





ILLINOIS CENTRAL RAILROAD, 


PASSENGER TRAINS LEAVE CHICAGO FROM THE GREAT CENTRAL DEPOT, FOOT OF LAKE ST 


ST. LOUIS AND CHICAGO THROUGH LINE. 


8:30 A M. DAY EXPRESS, Sundays Excepted. 


Arriving in ST. LOUIS’ at 9:30 
BQF This Train Reaches St, Louis ONE HOUR & FIFTEEN MINUTES in Advance of any other Route! “Gag 


9:30 P, M. FAST LINE. Saturdays Excepted. 


Arriving at ST, LOUIS at 10:30 A 











AT ST. LOUIS, Direct Connections are Made FOR 


Jefferson City, Sedalia, Pleasant Hill, Macon, Kansas City, 


LEAVENWORTH, ST. JOSEPH & ATCHISON, 


—Connecting at KANSAS CITY for— 
LAWRENCE, TOPEKA, JUNCTION CITY, SALINA, SHERIDAN, &c. 


CAIRO, MEMPHIS AND NEW ORLEANS LINE. 


8:30 A.M, CAIRO MAIL, "Sundays Excopted. 


Obile 9:40 
A. M., * Vicksburg 9:30 A. M., New Orleans 11:10 A. M. 


9: 3 CAIRO EXPRESS, Except Saturdays, 


O P, M. Avera at Cairo 3:15 P. M., Me h 2:30 M., Vi 
500 M., New Orleans 1:30 A - P marae as oe 


4:50. WM, CHAMPAIGN PASSENGER, 


Arriving at Champaign at 11:00 P. M. 





® THIS IS THE ONLY DIRECT ROUTE TO 


Humboldt, Corinth, Grand Junction, Little Rock, Selma, Canton, 
Grenada, Columbus, Meridian, Enterprise, 


MEMPHIS, VICKSBURG, NEW ORLEANS & MOBILE. 


At NEW ORLEANS, connections are made for 


GALVESTON, INDIANOLA, 
And all Parts of Texas. 


 NOTICE.—This Route is from 100 to 150 MILES SHORTER, and from 
12 to 24 HOURS Q.UICEER than any other. 








THIS IS ALSO THE ONLY DIRECT ROUTE TO 


DECATUR, TERRE HAUTE, VINCENNES & EVANSVILLE. 


Peoria and Keokuk Line. 
Be Be eensahe mencae ek eet 


Peoria 5:40 
-, Canton 7:14 P. M., Bushnell 9P. M., Keokuk 11:26 P. M., Warsaw 12:05 A. M. 


Q: 30 p, M KEOKUK PASSENGER 
8 On Sacurénys, this Train will leave at 4:50 P. ™. Ar- 
— at Chenoa 3:35 A. M., ElPaso 4 , Peoria 6:05 A. M., Canton 7:36 A. M., Bush- 
9:25 A. M., Keokuik 12:05 P. M., Wasbue’ 12:40 P. M. 


THIS IS THE DIRECT ROUTE TO 


PEORIA, CANTON, KEOKUK, CHATSWORTH, FAIRBURY, 


CHENOA, EL PASO, BUSHNELL, HAMILTON, & WARSAW, 


Connecting at PEORIA for 


PEKIN, HAVANA, BATH AND VIRGINIA. 


—-CONNECTING AT KEOKUK FOR— 


Ottumwa, Eddyville, Oskaloosa, Pella, Monroe, Des Moines, 


Elegant Drawing Room Sleeping Cars 


ATTACHED TO ALL NIGHT TRAINS. 











cm oo a D FINE SALOON CARS, with all Modern Improvements, 
Run upon all Tr 


BAGGAGE CHECKED THROUGE! TO AEL IMPORTANT POINTS. 


@~ For Through Tickets, Sleeping Car Berths, F Chec d inf 
of the Company in the Great Central Depot, foot of tee ne ae 


Hyde Park and Oakwoods Train. 


--LEAVE.—. -—ARRIVE.— 


as fh VE.—. --AR 
HYDE PARK TRAIN,... *6:20 A.M. “*7:45 A. M.| HYDE PARK TRAIN,....*3:00F M.* *h1S PM. 
HYDE PARK TRAIN.:. 8:05A.M. 9.18 A.M.| HYDE PA RAIN,... 
HYDE PARK TRAIN,,. *12:10 P. M. *1:40 P.M. _ vee 8GHO PB 185 PM. 


Sundays Excepted. 


W. P. JOHNSON, Gen. Pass. Agent. M. HUGHITT, Gen. Supt. 
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1870. Great Central Route! 1870. 
SPHED!I COMEHORT! SAHETY! 


MICHIGAN CENTRAL and GREAT WESTERN RAILWAYS | 


The Great Central Foute, via Niagara Falls, to 


NEW YORK AND NEW ENGLAND. 
Pullman’s Magnificent Palace Drawing-Reom Cars, 


— PROM -——— 


CHICAGO TO NEW YORK CITY, WITHOUT CHANGE. 


<_. PASSENGER TRAINS LEAVE CHICAGO, DATII:YW EXCEPT SUNDAY. 
(DEPOT, FOOT OF LAKE STREET,) as Follows: 


S:00 A. M, MAIL TRAIN. _ Stops at all Stations. 


Arrives DETROIT at 5:50 Py, M. 
(SUNDAYS EXCEPTED.) 


S:00 A. SPECIAL NEW YORK & BOSTON EXP. 


M. Arrives at Michigan City 10:12, New Buffalo 10:80, Niles 11:25, Kalamazoo 1:00 P. M.; Battle Creek 1:45, Marshall 2:15, [Dinner], Jackson 3:40, Detroit 6:20, 
(SUNDAYS EXCEPTED.) London 11:15, fiamilton 2:00 A. M.; Toronto 9.20, Suspension Bridge 3:25, Rochester 6:50 A. M.; Albany, MO P.M; NEW YORK, 7:30, 
BOSTON, 11:50 BP. Mi. (@ This train connects at ROCHESTER (7:00 A. M.) with 


Waesner’s Magnificent Palace Drawing Room Cars! 
tar RUNNING THROUGH TO NEW YORK, WITHOUT CHANGE! 3 


4:45 P. M.,ATLANTIC, EXPRESS. 


ri Kalamazoo, 10:25 P. M.; Jackson, 1:00 A. M.; Detroit 3:40, London, 8:35, [Break- 
(DAILY.) fast]; Hamilton 11:50, Suspension Bridge 1:30 P. M.; Rochester 5:10 P, M.; Albany, 1:50 A. M.; NEW YORK, 7:00 A. M3 BOSTON, 11:00 A. M, 
A MAGNIFICENT DRAWING-ROOM SLEEPING CAR is attached to this train daily, brated 

















ROM CHICAGO TO NEW YORK CITY. The cele 
t@ Hotel Drawing-Room Car is also attached to this Train from Chicago to Rochester! “a 


@™ These, together with ELEGANT DAY CARS TO SUSPENSION BRIDGE, make this Train the favorite Train for all points East. 


SPECIAL NOTICE.—Boston and New England Passengers will please notice that this Train now makes direct connec- 
tion through. A SLEEPING CAR is attached at Rochester at 5.30P. M., running through to Springfield, Mass., thus avoiding 
transfer at Albany. Breakfast at Springfield. This Train reaches Springfield early enough second morning to Connect with all 
Trains up and down the Connecticut. 


9:00 RP. M., NIGHT HXPRESS. 


ity, 11:15 P. M.; Niles, 12:45 A. M.; Kalamazoo, 2:25; Marshall, 3:45; Jackson, 5:10; Grand Trunk Junction, 8:05; Detroit, 8:20; Lon- 
(SAT. & SUN. EXCEPTED). don, 1:45 P. M.; Hamilton, 4:35; Toronto, 9:35; Niagara Falls, 6:15 ; Buitalo, 7:15 P.M; Rochester, 9:10; Syracuse, 12:25 A. M.; Rome, 1:55; Utica, 2:25 ; 
Albany, 6:30 A. M.; NEW YORK, 12:45 P. M1.3 BOSTON, 3:40 P, Mi. 


PULLMAN’S PALACE SLEEPING CARS ARE ATTACHED TO THIS TRAIN FROM CHICACO TO DETROIT, 


- And from Suspension Bridge to New York. 


WE INVITE THE ATTENTION OF THE TRAVELER to the SPLENDID EQUIPMENTS of this FIRST-CLASS LINE TO THE EAST ! 


te FOR THROUGH TICKETS, and any and all information, Sleepin 
Great Central Depot; also at No. 60 Clark street, under Sherman House; at 
53 Clark street, and at office under Briggs House. 


H, E, SARGENT, Gen, Supt. M. 0.B.B. 


Car accommodations, &c., apply at General Office in Tremont House Block, at office in 
rand Trunk Railway Office, lark street, or at New York Central Railroad Office, No. 


W. K. MUIR, Gen. Supt. Gt. Western RB, W. HENRY 0, WENTWORTH, Gen, Pass, Agt. 


CHIGAGO, INDIANAPOLIS & LOUISVILLE 


THROUGH LINE! 


—Via 


VIA MICHIGAN CENTRAL RAILROAD. 


THE ONLY ROUTE TO 


TO LOUISVILLE, WITHOUT CHANGE OF CARS. 


TWO EXPRESS TRAINS Leave Chicago Depot, Foot of Lake as Follows : 





Michigan Central R. R. 
LOCAL CONNECTIONS: 


Chicago & Michigan Lake Shore Railroad. 


Open from New Buffalo to St. Joseph, Mich. 
8:00 A.M. anp 4:00 P. M. 








Trains from Chicago Connect at New Buffalo. 


Kalamazoo, Allegan & Grand Rapids R. R, 


Open te Grand Rapids. 
Trains from Chicago Connect at Kalamazoo, 


Peninsular Railroad of Michigan, 





8:00 A. M. anp 9:00 P. M. 











ry aye MORNING EXPR » 
8:00 A. Me vine LaFayette, 2:25 P. M.; Pee eed P.M; Louisville, 


(Excerpt Sunpay.) 11:30 P. 


4:00 P. M.. AFTERNOON EXPRESS. 
¢ Dax.) “Indianapolis, 310A. Mj Loutevilie, 00 Ar My Nashville, 400M. 


A GOOD SLEEPING CAR is Attached to this Train Every Night, 


And goes from Chicago to Louisville WITHOUT CHANGE! 


t@ SPECIAL NOTICE.—This Train stops at Michigan City for Sup- 
er, and waits at that point for Michigan Central Atlantic Express East, leaving Chicago at 4:45 p. m. 

ssengers going South, and wishing as much time in ry as possible, can take the 4:45 p. m. Michi: 
an Central Atlantic Express, and connect without fail at Michigan City, with above Through Louisville 
xpress. . 


(Excrrt Saturpay.) 





= THE TB GE ACROSS THE OHIO 4 Louisville being completed, 


passengers are relieved of the omnibus transfer. 


POR THRO via this line 1 ¢ 
ticket wae Rover TICKETS, » apply at offices of connecting lines and at all 


HENRY C. WENTWORTH, Cen. Pass. Agent. 





Open to Charlotte. 
Trains from Chicago Connect at Battle Creek. 


Jackson, Lansing & Saginaw Railread. 


Open to Bay City, Mich. Passing through Lansing and Saginaw. 
8:00 A. M. anp 9:00 P. M. Trains from Chicago Connect at Jackson. 


GRAND TRUNK RAILWAY, 


All Michigan Central Trains Connect at Grand Trunk Junotion 
oe FOR eet 


SARNIA, TORONTO, MONTREAL, 


PORTLAND, BOSTON, BUFFALO, OGDENSBURG 


AND ALL POINTS EAST 


H. E. SARCENT, Ceneral Superintendent. 


8:00 A. M. anv 9:00 P. M. 
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Elgin Watches ! 





OrricE GEn’t Sup’t U. P. R. R. } 
Omana. Neb., Dec. 16, 1869. 


Hon. T. M. Avery, President National Watch Co., 
Chicago, Ill. 


Dear Sir—During the months that I have carried 
one of your B. W. Raymond Watches, it has not 
failed to keep the time with so much accuracy as to 
leave nothing to desire in this regard. 

For accuracy in time keeping, beauty of move- 
ment and finish, your watches challenge my ad- 
miration and arouse my pride as an American, and 
I am confident that in all respects they will compete 
successfully in the markets of the world with simi- 
lar manufactures of oldernations. They need only 
to be known to be appreciated. 

Yours, most respectfully, 
C. G. Hammonp, Gen. Supt. 





Orvice oF Gen’! Sur’ H. R. R. R. 
New York, Jan. 17, 1870. 
M. Avery, Esq., President National Watch Co.. 
Dear Sir—The Watch made by your Company, 
which I have carried the past two months, has kept 
excellent time. I have carried it frequently on en- 
gines. and have been on the road with it almost 


daily. During this time it has run uniformly with 
our standard clock, Truly yours, 
J. M, Toucey. 


wr No Movements Retailed 
by the Company. . 





mT ih wh rf 
ee ce 





— 
——— 


SE 


MANUFACTURED BY 


THE NATIONAL -WATCE 








ALTOONA, Jan. 19, 1870. 
T. M. avn, Esq., President National Watch Co., 
Cc . 


Pewn’a R. R. Co , GEN. Sup’r. OFFICE, } 


0: 

Dear Si This Company has purchased and put 
in the hands of its engine-men, eighty ‘* Raymond 
movements,”’ which have given excellent satisfac- 
tion and proved to be very reliable time-keepers. 
In addition to these, quite a number of Elgin 
Watches have been purchased by officers and 
employes of this Company, all of whom have been 
well pleased with the efficiency and regularity of 
the movements manufactured by the National 
Watch Company. Le 

Epwarp H. WILLIAMS, 
General Superintendent. 





AMERICAN MERCHANTS’ UNION Express Co. 
Curcaeo, Feb. 17, 1870. 
T. M. AvERy, Esq., President National Watch Co., 
Chicago, IlL.: 
Dear Sir—It 


ives me pleasure to state that the 
two or three 


Igin Watches I have at different 
times purchased for presentation have given entire 
satisfaction, and are highly valued as elegant and 
correct time-keepers. 

A very large number of your Watches are being 
carried by the Messengeis in the employ of this 
Company, and are giving entire satisfaction, their 
time-keeping qualities being implicitly relied upon. 
Cuas. Fareo. 


MicHIGAN CENTRAL R. R. Co. } 
Cuicaao, Jan. 15, 1870. 
T. M. Avery, Esq., President National Watch Co.: 
Dear Sir—I have now been carrying one of your 
Elgin Watches, of the B. W. Raymond pattern, for 
nearly five months, and it affords me much —- 
to testify in favor of its time-keeping qualities, in 
which, after this length of time, I have great confi- 
dence. It has from the first run very close to the 
standard time, the slight variation being uniform, 
and susceptible of correction by careful regulation. 
My experience thus far justifies the opinion that it 
is a very safe and reliable time-keeper. 
Respectfully yours, H, E. SARGENT. 





OFFICE OF THE GEN. Sup’t. C. & N. W. R’y, 
Curcaao, Feb. 16, 1870. t 


T. M. Avery, Esq., President National Watch Co.: 


Dear Sir—I have pleasure in expressing my 
opinion of the Elgin Watches, the more so since 
Ido not think there is a better watch made. 
large nnmber of them are in use by our conductors 
and enginemen, and other employes, and I have 
heard no dissenting opinion upon their merits. 
They.run with a smoothness and uniformity full 
equal to any other watch I know of, and justify all 
your claims of excellence in manufacture and 
fitting of parts. Yours, truly, 


Gro. L. DunuaP, Gen’i Sup't. 








in Watches ! 





COMP’Y. 


LAKE SHORE & Micuican Soutnery R. R. i 
5 Curcago, Jan. 27, 1870. 

T. M. Avery, Esq., President National Watch Co.: 

Dear Sir—I have carried the Elgin Watch long 
enough to be able to pronounce it a first-rate time- 
wer Iam making a very careful test of its 
performance and will soon give you the results. I 
think it will show that the West can produce 
Watches equal to to the manufacture of any part of 
the world. Yours, truly, 


E. B. Patties, 
President L. 8. & M. 8. R, R. Co. 





Orricz Gen. Sup’r Erte Ranway, } 
New York, Feb. 7, 1870. 
T. M. AvERY, Esq., President National Watch Co., 
Chicago, Ill.: 

Dear Sir—Having for about three months tested, 
in various ways, the ‘*time-keeping”’ qualities of 
one of your Elgin Watches, I most cheerfully award 
it the praise that it is due. For one month the 
Watch was carried by one of our Locomotive Engi- 
neers, and since by different persons, so that its fall 
value as a time-keeper could be known under 
different modes of treatment. I will simply say 
that it has given perfect satisfaction, and in my 
opinion is as near perfection asI believe it possible 
a Watch can be made. 
L. H. Rucker, 


Respectfully yours, 
General Superintendent. 


+ Business Office and Salesroom of the National Watch Company, Nos. 159 and 161 Lake Street, Chicago. 








BLISS, TILLOTSON & C0, 


Manufacturers and Dealers in 


TELEGRAPH MACHINERY, 


— AND — 


SUuUPPpwLiIns 


Of Every Description. 


247 South Water Street, 


CHICAGO, ILL. 
L, G, TILLOTSON & CO., N. ¥. | G. H, BLIss, CHICAGO. 


HARRISBURG 


CAR MANURAGTURING CO., 


Harrisburg, Pennsylvania, 


MANUFACTURE 


Passenger, Mail, 
Baggage, Box, 
Gondola, Coal, 


AND ALL OTHER KINDS OF 


RATLROAD CARS! 


Railroad Car Wheels & Castings, 
Bridge & Rolling Mill Castings, 
Bridge Rods, Bolts, 


RAILROAD FORGINGS! 


W. T. Hitprup, Superintendent. 
Wit1ii1aM CoLpEr, President. 


F. E. Canda, 
BRIDGE BUILDER 


GENERAL CONTRACTOR. 
No. 28. Clark St., 
CHICAGO, - - ILLINOIS. 

















NEWS DEALERS 


Should Address Orders for 
THE RAILROAD GAZETTE, 
The Western News Company, 





AMERICAN BUILDER, 


AND JOURNAL OF ART. 
CHICAGO. 


A Paper ror Everysopy. 
Every Architect, Builder and Mechanic 
Should have It. 


es contain the best and most original 


Its 
acsigna, lly illustrated; and adapted for general 
use, 


The original articles that appear in each number 
of THE BUILDER, together with its Original and 
Beautiful Designs for 

Cottages and Residences, 
make it worth many times its subscription price. 


CHAS. D. LAKEY, 
115 Madison St., Chicago. 


THE ARTS. 


THE NEW MONTHLY, 
DEVOTED TO POPULAR SCIENCE. 


—_—__. 


pines a | illustrated, containing excellent’ litho- 
raphs of prominent ecientific men, is published at 
the very low price of 


ONE DOLLAR A YEAR! 


The list of its eminent contributors embraces 
such men as Prof. Joy, Prof. Heinrich, Dr. N. 8. 
Davis, Dr. E. Andrews, and others of world-wide 
fame, who are a guarantee for the excellence of 
the journal. 

Address for the same 


J. M. HIRSH & CO., 
10 and 12 8. Wells St., Chicago, 





THE RAILROAD GAZETTE. 


A Journal of Transportation. 





Devoted to the Discussion of Subjects Connected with the Busi- 
ness Of Transporiation, and the Dissemination 
of Railroad News. 





Illustrated Deseriptions of Engineering Works and Railroad Machinery and Rolling Stock, 
Contributions from Practical Railroad Men, on the Business of Railroading. 





A Complete Record 


NEW ORGANIZATIONS. 
. PROGRESS OF NEW ROADS. 


RAILROAD LAW, 


ELECTIONS AND APPOINTMENTS. 


of Railroad News. 


ENGINEERING AND MECHANICS. 


TRAFFIC AND EARNINGS. 
LAKE AND RIVER NAVIGATION. 
RAILROAD MANUFACTURHS. 


The Cream of the American and European Technical Periodicals, 





An Impartial and Independent Journal, Valuable to Every Railroad Man. 





Single Copy, POT ANNUM, ........cccccccccesccecs 
Four copies, per annum, 


StnexE Cortss, ten cents each. 


Address— 





TERMS OF SUBSCRIPTION : 


$3.00 
Wee nccsescccesbeccots 11.00 


Seven copies, per annum, and one tothe pes _ 
son wae gets up the club........ etieenhcees $20.00 


Extra Coprss, ordered by the quantity, will be furnished at $5.00 per hundred, 


ADVERTISING RATES will be made known on application. 


A. N. KELLOGG, Publisher, 


101 Washington St., Chicago. 





